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Counting the Cost 


HE financial consequences to the British Transport Com- 
mission of the series of wage increases agreed last week 
were being weighed as we went to press. It was decided at 
a meeting of the Commission last Friday that the rises in 
costs during the current year, beginning with the increase 
in coal prices in March and culminating in the award by 
the Railway Staff National Tribunal of 4s. a week, the latter 
costing some £5,500,000 in a full year, could be met only 
by raising charges. It is understood that long-distance rail- 
way fares will not be affected, despite the Commission’s 
authority under the passenger charges scheme now in force 
to raise the ordinary third class fare from 14d. to 2d. a mile, 
with a corresponding increase for first class; presumably 
any rise in fares affecting long-distance travel is considered 
economically unsound in view of road and air competition, 
though some kind of holiday return ticket might be offered. 
This leaves season, early morning, and other short-distance 
business travel amongst passenger charges likely to give an 
increased yield. Any such rise, particularly in the London 
area, would arouse much public hostility, though the un- 
satisfactory state of the railway wage situation has been 
brought home to the public by the dispute and threat of a 
strike. Curtailment of cheap fare facilities, which create 
traffic. seems unlikely. The amount to be found is some 
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£37,000,000 including the £31,500,000 anticipated deficit for 
1953, and not including the undetermined percentage wage 
increase promised by the Commission over and above the 4s. 
a week or any increase which might result from examina- 
tion of the whole wages structure. The wage increase to 
be determined, if it results in a minimum increase of 7s. a 
week to the lowest paid railwayman, on which the unions 
have declared their insistence, will increase the total to be 
found of something like £47,000,000, though it is hoped to 
meet it by the measures to enhance efficiency which the 
unions have agreed to examine. The last rise in railway 
freight, canal, and dock charges, of 5 per cent on December 
1, 1952, was expected to yield £12,000,000 in a full year. 
Whether any further rise would have an adverse effect on 
merchandise traffic is problematical, but by reason of 
their inflationary tendency all rises in freight rates are most 
undesirable in the present economic state of the country. 


U.LC. Paris Meeting 


HE high status of the International Union of Railways 
is never better exemplified than at the meetings of its 
Board of Management, which are attended by the leading 
officers of the European member administrations. There 
are six committees of the Union, covering passenger traffic; 
goods traffic; finance, accountancy and statistics; operating; 
technical questions; and general studies. At the recent 
meeting in Paris of the Board of Management, which we 
report elsewhere in this issue, a greater degree of respon- 
sibility was accorded to the chairmen of those committees 
in accordance with the increasing decentralisation of the 
Union's activities. The operation of the European wagon 
pool, which, beginning as a Franco-German pool, now 
includes ten Continental systems, is a notable achievement 
of the Union; the pool was the subject of an article in 
our July 24 issue. On the passenger side, the Office of 
Research and Tests—one of three new offices set up by 
the Union in 1950—is studying plans for inter-European 
diesel units. Another office set up at the same time is 
the Information Centre of European Railways and has the 
task of publicising European railway activities. 


Institute of Transport Annual Report 


HE programme cf meetings of the Institute of Trans- 
port during the year ended September 30 last includ- 
ed a congress in Scotland in July, attended by more than 
300 members and guests, at which Sir Reginald Wilson, 
Comptroller of the British Transport Commission, read a 
paper entitled “* The Framework of Public Transport.” In 
its report for the year the Council of the Institute expresses 
regret at the dissolution of the Argentine & River Plate 
Section; liaison with members and others in the area is 
being maintained by two corresponding members. A 
Section for the Republic of Ireland with headquarters in 
Dublin held its inaugural meeting on March 12. Expendi- 
ture exceeded income by £1,470, compared with an excess 
of £1,860 in 1951-52. There was a small increase in mem- 
bership, from 8,907 to 9,022. In co-operation with the 
Director of Supplies & Transport and the Director of Trans- 
portation, War Office, arrangements were agreed which, it 
was hoped, would encourage entry into the Institute of 
regular officers of the Reyal Engineers and Royal Army 
Service Corps. 


Uniformity in Trade Terms 


HE many trade terms usually expressed by accepted 
abbreviations that have come into general use in the 
course of years and are recognised throughout the world 
unfortunately do not bear the same meaning in all countries. 
This has occasioned considerable difficulties, including con- 
fusion and even financial loss to firms engaged in inter- 
national trade, who have found their commitments affected 
by these variations. The International Chamber of Com- 
merce, advised by its Trade Terms Committee, has now 
issued two publications which should do much to clarify 
the position. One is a factual statement, comparing the 
meanings attached in different countries to ten trade terms 
in common use; the other is an attempt, based on an earlier 
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effort, to draw up a set of defined meanings that shall 
be uniform in all countries. A brief notice of these works 
is given on another page. The growing use of the English 
language in international commerce increases rather than 
lessens the risk of ambiguity in trade terms, and the new 
publications should be of great value to British exporters. 


Overseas Railway Traffics 


FURTHER decline in the net revenue position of the 

Canadian National Railways is reported with the 
results for October and aggregate figures for the ten months 
of the current year. For the first time this year, monthly 
operating revenues fell below the corresponding period of 
1952. The downward trend in earnings was caused by a 
general reduction in traffic volume which started last 
July. Operating expenses in October were again higher 
than last year mainly because of increased wage rates. 
Operating revenues for the Canadian National Railways 
System, all inciusive, for the month of October were 
$59,303,009, compared with $59,595,000 a year ago; operat- 
ing expenses rose to $53,227,000 (against $51,169,000). 
Aggregate figures for the first ten months of 1953 show a 
drop in net revenue of $7,511,000. Canadian Pacific gross 
earnings for October were $39,756,933, compared with 
$40,055,763 for October of last year. Working expenses 
were $35,926,696 and $35,300,853 respectively, so that net 
earnings decreased by $924,673. Aggregate gross earnings 
for January-October were $392,992,052, an increase of 
$13,686,664 over the first ten months of last year. Aggre- 
gate net earnings for this period show a decrease of 
$1,858,648 compared with 1952. 


Containers as Protection for Freight 
Shey Printing Packaging & Allied Trades Research 
Association for some time has been conducting in- 
vestigations into the packing of goods in transit by various 
means of transport and in different temperatures and other 
conditions. Dr. G. MacDougall, of the Association’s 
experimental station, described some of these in a paper 
read on December 18 to the Institution of Engineering In- 
spection. In the past, damage has often been suffered with- 
out any scientific explanation for it being forthcoming, but 
recent research has provided the key to many of these 
cases and an efficient remedy. He illustrated an ingenious 
device for insertion in packages enabling the number of 
times they had been dropped and from what height to be 
recorded and thus provide a means of detecting and 
measuring rough handling. He gave the results after 
sending a consignment by container and then as separate 
packages, the enormous gain from the use of containers 
being clearly brought out. This research should enable 
traders to make appreciable savings. Dr. MacDougall 
said it was proved practically useless to apply labels such 
as “Handle with Care,” “This Side Up” and so on, as often 
no attention was found to be paid to them. 


Low Cost Fuel for Diesels 
HE Denver & Rio Grande Western Railroad is effect- 
ing economies, up to $20,000 a month, by using in 
its diesels oils of a lower and more unstable quality than 
thought suitable for diesel engines hitherto. As a result 
of extensive research with the electron microscope, the 
company’s chemists have proved that many fuel mixtures 
are not true solutions, but colloidal suspensions with con- 
stituent particles of varying size, which must be broken 
up and distributed by a dispersant if efficient combustion 
and reliability in service are to be ensured. The first D. & 
R.G.W. experiments were with a shale oil having up to 
0-90 per cent sulphur by weight, and a low cetane number 
of 45-9. A trial of 45 days in a diesel shunter had no 
adverse effect on performance or maintenance; the lack 
of stability and heavy sludging in storage of this type of 
fuel was overcome by the addition of a special dispersant. 
The same method has been adopted with various mixtures 
of unstable catalytically-cracked diesel fuels, and also 
stable straight-run fuels costing 14 to 4 cents less a gal. 
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than fuel to previous specifications, and no abnormal 
crankcase conditions have developed as a result. On the 
Salt Lake Division from 600,000 to 800,000 gal. monthly 
of these dispersant-treated fuels are now being used in 
D. & R.G.W. diesels. 


Extension of Madras Suburban Electrification 


FACTORS in favour of railway electrification in South 

India are the remoteness of the coalfields supplying 
locomotive fuel and the recent or impending completion of 
additional hydro-electric schemes in the region; also, in the 
case of the former South Indian, now Southern Railway, 
metre-gauge line running southwards from Madras, the 
expansion not only of suburban traffic through growth of 
dormitory suburbs, but that of goods traffic to and from 
districts in the south, with demands for quicker transit 
times and wagon turnround. The suburban line from 
Madras Beach to Tambaram, 16 miles, was electrified 
by the South Indian Railway Company at 1,500 V. d.c. in 
1931, with marked economies in operation. Extensions 
have been examined recently by the Southern Railway under 
the «gis of the Indian Railway Board, including the Tam- 
baram-Chingleput-Villupuram section. Madras suburban 
traffic extends to Chingleput, 19 miles from Tambaram. 
The capacity of the Madras-Villupuram section, 99 miles, 
already is strained and will be further strained with the 
increased traffic from the north when improvements in 
progress on the broad gauge north of Madras are completed. 
Proposals for electrifying the Madras-Villupuram section 
have been worked out but it is unlikely that the work will 
begin in the immediate future. 


Old Hauenstein Line Electrified 


N October 3 the old 114-mile-long Hauenstein line of 
the Swiss Federal Railways, opened in 1858 to con- 

nect Olten and Central Switzerland with the main European 
railway system at Basle, was changed to electric working 
with a ceremony led by the General Manager, Herr H. 
Gschwind, starting from Olten in one of the latest excursion 
railcars, class Rbe 4/8. Much engineering work has been 
necessary to adapt the line to the new method of traction, 
including drainage and other operations in the original 
Hauenstein Tunnel, just over 14 miles long, strengthening 
the Riimlingen viaduct, and reconstructing Elzel’s wrought 
iron bridge near Olten, which was constructed by Riggen- 
bach, the well-known rack-rail inventor. A special cere- 
mony was performed at Liufelfingen in remembrance of 
the 64 men who lost their lives when building the tunnel, 
following a fire and collapse of a ventilation gallery. The 
line, now more valuable as an alternative route in emer- 
gencies, lost its importance in 1916, when the direct line 
was opened between Sissach and Olten through the five-mile 
Hauenstein lower, or base, tunnel, itself electrified in 1925. 
It was in this tunnel that axle counting was first used in 
regular service to control intermediate colour-light signals 
and divide the long block section without having to have a 
signal box in the tunnel, impracticable with steam working. 


Artificial Cab for Signal Siting 


A* important consideration when setting up or altering 

signals is that they shall be so situated as to afford 
the maximum degree of visibility to drivers and not 
confused with others with which they are for the moment 
not concerned. It is often the practice, when deciding the 
exact location of signals, to use a periscope to raise the 
observer’s line of sight, in combination with some object, 
resembling a signal arm, elevated at varying heights on 
extensible rods. In a recent issue of Der Eisenbahn-Ingen- 
ieur an article by Herr E, Bauer describes a light, easily 
portable framework, which can run on wheels on the track 
and on which a man can stand in the exact position which 
would be occupied by the driver, or, by reversing the frame- 
work, the fireman, of a locomotive. It can be used alone 
or, as is now suggested, be fitted with light platework repro- 
ducing the cab lookout and the obstacles offered by the 
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front parts of an engine. In Germany it has been cus- 
tomary always to use an engine when carrying out signal 
siting, but this apparatus, readily removable from the track, 
and able to be taken folded up in a guard’s van, allows of 
the work being done without interfering with the train 
service. It has been in use for some time in the Mainz 
Division of the German Federal Railway. 


Differentials in Railway Pay 

] NCREASING emphasis has been laid during the nego- 

tiations in the railway wage dispute on aflording and 
maintaining differentials in pay. When the three railway 
unions, the National Union of Railwaymen, the Asso- 
ciated Society of Locomotive Engineers & Firemen, and 
the Transport Salaried Staffs’ Association lodged their 
claim with the British Transport Commission in July for 
a 15 per cent. increase in all wages and salaries, their main 
arguments were the continuing rise in the cost of living; 
the low level of railway wages compared with those in 
other industries; the heavy responsibilities of railwaymen; 
and the need to attract and retain the right type of staff. 
The last two of these arguments, however, imply adequate 
differentials, which also have been stressed in the past by 
the three unions, especially the A.S.L.E.F. and T.S.S.A., 
for these two include a higher proportion of employees 
with special responsibilities. Whilst there must be adequate 
differentials as an incentive in any healthy industry, it 
would have been difficult for the unions, whilst wage 
increases are discouraged as harmful to the national 
economy, to have given reasons other than those they did 
give in support of their claim. 

Neither in the earlier stages of negotiating on the claim 
in accordance with the statutory machinery nor before the 
Railway Staff National Tribunal was great emphasis laid 
on the principle of differentiation. The Tribunal award 
on December 3 of a flat increase of 4s. a week on all 
salaries did not satisfy the lower paid grades. The reason 
given for rejection of this award by the unions, however, 
was not only its absolute inadequacy for the lower paid 
worker, but also the fact that differentials would be 
narrowed. Whilst the A.S.L.E.F. and the T.S.S.A. were 
willing to accept the Commission offer to take the award 
as a basis for examination of the whole wages structure, 
including the question of adequate incentives, the N.U.R. 
rejected this, largely, according to its General Secretary, 
Mr. J. S. Campbell, because of a statement by Sir Brian 
Robertson, Chairman of the Commission, that the pro- 
posed examination must not be supposed “to produce 
concrete results in the terms of a rise for everyone’, and 
the qualification that such examination was simply an 
attempt to remove anomalies and provide incentives was 
not a firm enough assurance. The nature of N.U.R. 
membership, moreover, meant that better immediate bene- 
fits were wanted for the lower paid, whilst the prospect 
of increased differentials was less attractive than to the 
other two unions. The N.U.R. also may have distrusted 
any staff economy measures likely to lead to redundancy. 

The second stage of the awards agreed or to be ex- 
pected under the agreement reached last week is the 
percentage increase for which the unions have taken the 
word of Sir Brian Robertson, that the percentage will not 
be negligible. It involves only a very small increase in 
differentiation in remuneration. The third stage, the pay 
increases which may be assumed to result from review of 
the whole wage structure “to correct anomalies and give 
added incentives”, almost certainly will be based on ade- 
quate differentials. The fact that the A.S.L.E.F. and the 
T.S.S.A. have advocated these fairly consistently, and have 
been prepared to accept a small immediate award in order 
to effect the general review of railway wages, may show 
that these unions are prepared for a wages structure which 
recognises responsibility and efficiency, that they are pre- 
pared—notwithstanding the past action of the A.S.L.E.F. 
in opposing enginemen’s lodging turns—to co-operate in 
achieving efficiency by eschewing restrictive practices, and 
that with an agreed, fair, wages structure they will no 
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longer lodge a regular, almost annual, series of demands. 
With the N.U.R. there seems to have been a more com- 
plete change of attitude in accepting the offer by the 
Commission. If these three unions together agree with the 
Commission on a wages structure, abide by any agreement, 
and abstain both from injuring the national economy by 
constant wages demands and from attempts on occasions 
from holding the community to ransom when these de- 
mands are not conceded, the railway industrial outlook 
is brighter. On the other hand the N.U.R. executive, 
having obtained one definite and one undetermined increase 
mainly to benefit its lower paid members, may have wel- 
comed an occasion of establishing differentials for the 
more skilled men, apart from the opportunity of calling 
off an unpopular strike. 

An unsatisfactory feature is the almost instantaneous 
refusal of the unions to accept the Railway Staff National 
Tribunal decision. In the winter of 1950-51 also, the 
decision of the Court of Inquiry appointed by the then 
Minister of Labour, Mr. George Isaacs, also was rejected 
outright. Such refusal on the part of the unions to accept 
the awards of arbiters even as a _ basis for future 
discussion which may benefit all parties, is not conducive 
to good industrial relations. 


October Operating Results 


HE index of industrial output for the month of October 
reached the record height of 127, compared with 
100 in 1948. The production of steel and pig iron, motor 
vehicles, and rayon during the month were the best ever. 
Many other industries were busy also and the collieries 
began their customary effort to win a large tonnage before 
the Christmas season. The active state of trade benefited 
British Railways, which originated 23,791,000 tons of 
freight train traffic in the 4 weeks to November 1. That 
was an increase of 755,000 tons (3.3 per cent) on October, 
1952, and the largest tonnage put on rail in any four-week 
period since nationalisation. For the first time this year 
merchandise forwardings of 4,018,000 tons were above 
1952, though 6°8 per cent below 1951. The mineral ton- 
nage of 5,285,000 was a record for any four-week period, 
but coal and coke loadings of 14,382,000 tons were 
exceeded by 106,000 tons in March. 

The number of wagons loaded with all classes of traffic 
was 2,856,000, an increase of 44,000 (1-6 per cent) on 1952 
but 7,000 below 1951. An average wagon load at starting 
point of 8°83 was disappointing, having regard to the 
large volume of traffic. The loading of coal and coke to 
11-75 tons a wagon was a record, which all Regions helped 
to achieve, but the mineral load of 11-57 tons was less than 
in some previous periods. The all-line average load of 
merchandise was kept down to 403 tons by the poor return 
of 3-83 tons from the London Midland Region, which 
handled 30 per cent of the total merchandise tonnage and 
used 31-3 per cent of the 1,071,000 wagons forwarded. 

Any economy in the use of rolling stock is important 
in view of the high cost of new stock and the present heavy 
expenditure on repairs. On November | British Rail- 
ways show 1,037,475 freight vehicles as available for traffic, 
10,300 more than in the corresponding date in 1952. In the 
first 10 months of 1953, the number of new wagons put 
into traffic was 32,200, while 31,200 obsolete vehicles were 
withdrawn. On November | the number of wagons under 
repair was 83,700, or 7°4 per cent of the stock; the corre- 
sponding figure in 1952 was 93,400, or 83 per cent of 
stock. Since March the under-repair percentage did not 
fall below seven and there is little prospect of an improve- 
ment until many more new wagons come into service. At 
November | British Railways owned 18,886 locomotives 
and had 327 in store. Of the net stock, 18,559, the number 
under repair was 3,136, or 16°8 per cent. The number 
available for traffic was thus 15,423, 50 less than last year. 


FREIGHT OPERATING STATISTICS 
Net ton-miles in October were 44,106,000 over 1952 
(2°4 per cent), but 20,000,000 below 1951 (1 per cent). The 
Western and Eastern Regions worked three-quarters of 
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the additional ton-mileage above 1952. The extra traffic 
entailed the running of 184,000 more freight train miles 
(1-6 per cent), the Western and Eastern Regions being 
responsible for the largest increase. Freight train engine 
hours were up 36,000 (2:7 per cent), but shunting engine 
hours were 6,000 below 1952 (0-4 per cent) and 62,000 below 
1951 (4-4 per cent). The train load of 163 tons was a ton 
heavier than in 1952, but 3 tons less than in 1951. The 
average length of haul for all classes of traffic was 73:2 
miles, half a mile shorter than in 1952 and 3 miles less 
than in 1951. 

Freight train speed was indifferent, the all-line average of 
8°48 m.p.h. comparing with 8-57 in 1952. The Western 
Region’s speed of 8°41 m.p.h. contrasted unfavourably with 
a speed of 8:72 m.p.h. in the Eastern Region, which 
worked 141,000 more train miles and hauled a train load 
of 180 tons against the Western’s load of 167 tons. The 
Eastern Region, along with the North Eastern and Southern, 
also raised the output of freight train operation as measured 
by net ton miles per train engine hour, its average of 
1,315 being 15 per cent above the all-line average of 1,138, 
though well below the North Eastern’s return of 1,442. 
The London Midland and Western Regions lost mobility 
as they did in the previous four-week period and appeat 
to have difficulty in coping with any influx of traffic on a 
large scale 


RAILWAY PASSENGER TRAFFIC 

In the month of September, British Railways originated 
95,972,000 passenger journeys, a decrease from 1952 of 
2,345,000, or 2°4 per cent. The Southern Region lost no 
fewer than 1,574,000 passengers, representing 67 per cent of 
the total decrease. During the first nine months of the 
year the number of passengers was 755,716,000, a decrease 
of 6,623,000, or 0°9 per cent. In these months the Southern 
Region increased its carryings by 336,000 (O°l per cent), 
while the London Midland Region lost 7,034,000 passen- 
gers (4°1 per cent). The only Region with a substantial 
increase was the North Eastern, which developed travel at 
cheap fares and carried 1,071,000 more people (2:5 per 
cent). 

In September 1,881,000 first class passengers were 
booked, a decrease of 82,000 (4:2 per cent). During the 
nine months to September, the number of first class book- 
ings was 14,641,000, which was a decrease of 1,220,000 (7°7 
per cent). 

In the four-week period to November 1, London Trans- 
port railways carried 45,681,000 passengers, a decrease of 
211,000 (0°5 per cent), Railway car miles were cut by 
206.000 (1°2 per cent). 


ROAD TRANSPORI 

In the October period British Road Services 
3,278,000 tons, a decrease of 8,000 (0:2 per cent). 
miles were reduced by 490,000 (0°8 per cent). 

Road Passenger Transport carried 180,610,000 passen- 
gers, about 28,000 fewer than in 1952. The Tilling Group 
lost 277,000 passengers, while the Scottish Group gained 
249.000. The Groups ran 145,000 and 114,000 additional 
car miles respectively: their available operating stock at 
November | consisted of 12,390 vehicles, 376 more than in 
1952 

London Transport carried 278,585,000 people by road, 
a decrease of 9,264,000 (3:2 per cent). Road car miles were 
cut by 815,000 (2°5 per cent). In all London Transport 
moved 324,266 passengers by rail and road, a decrease of 
9.475.000 (2°8 per cent). The average rail fare was 7-45d. 
against 696d. a year ago, while the average road fare was 
338d. in comparison with 3:17d. The lower volume of 
travel yielded an increase of £201,000 (3°8 per cent) in gross 
receipts. 
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INLAND WATERWAYS AND DOCKS 
Inland Waterways originated 1,022,000 tons of traffic, an 
increase of 48,000 tons (5 per cent). Coal class traffic 
accounted for over half the tonnage, the North Eastern 
Division originating 338,000 tons, an increase of 53,000 
(18-6 per cent). 
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There was some increase in shipping movements at docks. 
harbours and wharves, especially on the Humber where 
coal shipments of 814,000 tons were 187,000 tons above 
1952 and were larger than those at either North Eastern o1 
South Wales ports. 


Further Electrification in France 


INCE October 4 the once isolated Culoz-Modane elec- 
trification of the French National Railways has been 
connected with the electrified Paris-Lyons main line via 
Ambérieu and Lyons. The conversion between Lyons 
and Culoz (644 miles) which has brought this about is the 
first stage of a programme covering also the lines from 
Macon to Ambérieu, and from Culoz to Geneva. Direct 
current at 1,500 V. is being used throughout in the interests 
of long through locomotive workings to and from the 
Paris-Lyons section. Although a compound catenary with 
twin contact wires has been erected between Lyons and 
Culoz, conforming with the main-line construction, the 
cross-section of copper has been reduced and the supports 
lightened. At the same time the size of substation build- 
ings has been reduced by about 20 per cent compared 
with those on the main line between Dijon and Lyons. 

The principal departure from practice on the Paris- 
Lyons route has been in the rectifiers at the four new 
substations, single-anode units having been used to form 
two 2,000-kW. groups at each site. At one substation the 
rectifiers are pumpless ignitrons with water cooling, while 
the other three have air-cooled rectifiers with vacuum 
pumps. Substation spacing varies between 154 and 10 
miles, the latter being used on the Ambérieu-Culoz section 
with its 1 in 83 gradients. At each end of the newly 
electrified section, power is taken from the existing Lyons 
and Culoz substations. Remote supervisory control of the 
power system between Lyons and Ambérieu is effected 
from Lyons, but a new control office has been established 
at Chambéry for the Ambérieu-Culoz section and, eventu- 
ally, the Macon-Ambérieu and Culoz-Geneva lines 

Continuing south-eastward from Culoz, the former 
P.L.M. electrification is overhead to Chambéry but third 
rail beyond. It is not possible, therefore, for the latest 
electric locomotives of the types operating between Paris 
and Lyens to run through to and from the Italian fron- 
tier at Modane. The “7100” class Co-Co locomotives 
at present responsible for most of the traffic on the newly 
electrified section accordingly hand over their trains at 
Chambéry or Culoz. On the other hand, loading gauge 
clearances have been increased between Culoz and 
Ambérieu so that the four 2-Co-Co-2 machines of class 
* 3400.” hitherto confined to running between Culoz and 
Modane, can work to and from Ambérieu. When these 
are available, therefore, through trains from Paris which 
have been steam-hauled over the Dijon-St. Amour-Bourg 
line can change locomotives at Ambérieu instead of Culoz. 
The old P.L.M. 1-Co-Co-1 locomotives (** 3800” class) are 
also working to and from Ambérieu. Similar loading 
gauge modifications will be made when the Culoz-Geneva 
electrification is undertaken in order to give maximum 
operating scope to the ex-P.L.M. electric locomotives from 
Chambéry depot. They are necessitated by the collector 
shoes mounted on these machines for working over the 
Chambéry-Modane third rail section. 

The next stage in the electrification of lines converging 
on Ambérieu and Culoz will be the connection from the 
Paris-Lyons main line at Macon to Ambérieu via Bourg. 
Trains from Paris to Geneva, the Savoy, and Italy via 
Modane will then be re-routed over this link instead of 
running with steam haulage from Dijon to Ambérieu via 
St. Amour and Bourg, as at present. Through workings 
of the “ 7100° class Co-Co locomotives will then be pos- 
sible between Paris and Chambéry, and a single locomo- 
tive may be rostered to make the return journey of 807-8 
miles in a day. It is hoped to complete the Macon- 
Ambérieu electrification by December, 1954. Preliminary 
work involves rebuilding the bridge over the Sa6ne at 
Macon and doubling between the bridge and Bourg. Late 
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1955 is the period at present forecast for completing the 
Culoz-Geneva electrification. 

One effect of these schemes in south-east France already 
has been the bringing of the 50-cycle Aix-les-Bains to La 
Roche-sur-Foron line into closer contact with the rest of 
the electrified network. Three of the prototype 50-cycle 
locomotives have provision for running on 1,500 V. d.c., 
a facility in regular practical use when taking through 
coaches into and out of the main-line platforms at Aix. 
It is possible that the new link-up at Culoz with the main 
1,500-V. system might encourage: further tests of how 
these locomotives perform in traffic on their alternative 
supply. The regrets of designers at the effect on power- 
weight ratio of the extra equipment they had to install 
are understandable when its use is confined to shunting or 
running light to and from depot for maintenance. Through- 
working tests would be particularly interesting with the 
Bo-Bo-Bo converter locomotive, which was designed to 
give similar performance either on 50-cycle a.c. or 1,500 
¥. he. 


Coras lompair Eireann 


THE annual report for the year ended March 31, 1953, 
of Coras Iompair Eireann, of which Mr. T. C. 
Courtney is Chairman, records an increase in the receipts 
of all services. On the railways economies in working 
more than offset increased operating costs with the result 
that, in spite of an additional £339,000 provided for 
depreciation, the operating loss was reduced by more 
than £10,000. Although road passenger receipts were 
more than £200,000 up, increases in the cost of fuel, 
road tax, rates of pay and superannuation liability caused 
the profit to be £130,000 less than in the preceding year. 
The increased receipts (£180,000) on road freight work- 
ing were similarly affected, but the result was neverthe- 
less a profit of £33,913, compared with a loss of over 
£10,000. Receipts from hotels, refreshment rooms and 
restaurant cars increased by over £7,000; there was a net 
improvement of £32,000. 

Some of the principal results are compared below: — 


Year ended 
March 31, 1953 March 31, 1952 
£ £ 

Railways— 

Passenger receipts 2,252,852 2,012,711 

Goods receipts - 3,724,155 3,717,434 

Miscellaneous receipts 41,582 39,064 

Total receipts 6,018,589 5,769,209 

Expenditure ‘ cae oe on 7,553,605 7,455,970 

Loss ... ote ant in ise ot 1,535,016 1,686,761 
Road Passenger— 

Receipts 4,642,104 4,426,405 

Expenditure : oes oan “as 4,382,312 4,033,571 

Profit Ree aed mee a on 259,792 392,834 
Road Haulage— 

Receipts 1,542,047 1,362,004 


Expenditure. =... eee eee, ~—«*,508, 134 1,372,620 
Profit cas tae wie oad <a 33,913 10,616 
Canals, loss 42,057 52,732 
Docks and Harbours, loss : aes fas at 15,189 9,361 
Hosals, Refrechnene Rooms and Restaurant 
Cars, profit ... an i aa il 7,241 — 25,112 
“Pembtels ac ws ue) eel 2,091,720 


Mr. G. B. Howden, General Manager since the estab- 
lishment of the Board on June 1, 1950, resigned on 
March 31, 1953, to take up the position of Chairman of 
the Ulster Transport Authority. Mr. Frank Lemass, 
formerly Chief Officer of the, Board, was appointed 
General Manager in succession. | 

There was an increase in the Knock Pilgrimage traffic, 
for which 87 trains were run compared with 77 the year 
before, and the development of this traffic shows every 
indication of continuing. The Radio Train proved 
popular for pilgrimage specials and a second radio van 
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was introduced to meet the demand. For ordinary excur- 
sion traffic the train ran on 43 occasions, eight more than 
in the year before. Although a general decline in trade 
was reflected in a reduction of tonnage of general mer- 
chandise carried, it was possible to increase revenue by 
introducing a surcharge on rates of five per cent in July, 
1952, increased to 12} per cent in February, 1953. 

Insulated container units, specially provided for de- 
veloping the dressed meat industry, were fully engaged. 
Thirty-nine new insulated containers were put into ser- 
vice. There was also an increased demand for containers 
of all types. Twenty-five timber wagons were converted 
to carry containers and fitted with vacuum pipes to 
enable them to be run in passenger as well as goods 
trains. More tar wagons were provided to convey hot 
bitumen; the development of this traffic in bulk is of 
recent origin. 

In spite of the continued strike—terminating on Nov- 
ember 17, 1952—of electricians in the Board’s service, 
seven composite and eight third class coaches, three 
buffet cars, 94 cattle wagons and nine light alloy covered 
wagons were built. Seven restaurant cars and one tea 
car were renovated and new cocktail bars installed in three 
of them. A new kitchen car was built for use on the 
second Radio Train. Sympathetic action by workers at 
the Port of Dublin prevented the delivery of diesel rail- 
cars built by A.E.C. Limited, and ready for shipment. 
This enforced delay in delivery was keenly felt, as the 
railcars which had been put into service already had proved 
most popular. Applications were made to the Transport 
Tribunal to close five more branch lines. 

The satisfactory development of the tar and bitumen 
and the dressed meat traffics was also noticeable on road 
freight services. On the road passenger side, 74 new 
buses went into service. Extended road tours brought 
in £33,500, compared with £21,000. Seventy-two miles 
of track were relaid or re-sleepered. Some 986 miles 
were covered by the weed-spraying train. Experimental 
Thermit-welding of rails was carried out at three loca- 
tions. Six reinforced concrete bridges were renewed, 
including the pre-stressed concrete bridge near Naas, 
the first of this type to be erected in the country. The 
price of finished engineering materials imported from 
Great Britain tended to rise, resulting in surcharges on 
long-term contracts made by the Board for equipment 
and engineering supplies from there. It was not necessary 
to: import coal from sources other than Great Britain. 

At the close of the period under review, the staff, 
20,537, compared with 22,038 at the close of the previous 
year. This reduction was achieved mainly by a policy of 
non-recruitment to fill vacancies and laying off temporary 
men with short service. The salaries and wages bill for 
the year amounted to £7,996,700, or 62:4 per cent of the 
gross revenue receipts, and an increase during the year 
of £33,000 in spite of the reduction. 

In response to salary and wage claims, increases were 
accepted by the trade unions and the Board amounting to 
£591,000 in a full year. 

The basis of calculating the annual provision for depre- 
ciation was revised for the year. Depreciation of lines 
and works is calculated on existing average annual cost 
of carrying out the programme of renewals necessary 
over a number of years to enable the present services of 
trains to be operated by existing motive power units. 
The value of the steam locomotives in the balance sheet 
is being written off over a period of ten years. The 
new diesel locomotive units and railcars are being depre- 
ciated on the basis of their original cost. The deprecia- 
tion of coaching stock and wagons is provided on the 
replacement cost of the vehicles which will be necessary 
for future working. 

A full memorandum on the future working of C.LE. 
was submitted to the Government. One of the most im- 
portant changes visualised was the completed substitution 
of diesel for steam traction. The proposals, if adopted, 
offered the possibility, given the maintenance of the 
present level of traffic, of the undertaking being able to 
operate without a deficit. 
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LETTERS TO 


December 25, 1953 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Experiment in Traction Practice 
December 12 

Sir.—I should like to comment on the editorial article 
in your issue of November 27 and on Mr. Rodgers’ letter 
in that of December 4 under the above heading. 

It is to be noted that spring-borne traction motors were 
introduced initially for electrical reasons on a.c. machines 
and there is evidence that the riding of multiple-unit stock 
fitted with flexible drives is identical with that of similar 
vehicles fitted with axle-hung motors. 

Furthermore, since the Southern Railway Brighton 
electrification, the weight of axle-hung traction motors has 
been much reduced. For a similar duty today the unsprung 
weight is about one ton only, or one-third of the total 
unsprung weight per motored axle. If such a motor is 
spring-borne its total weight is increased to such an extent 
as to negative the effect of the lower unsprung weight. The 
extra complication brings with it additional maintenance 
costs and some reduction in reliability. Mr. Rodgers’ 
500-h.p. cardan shaft drives would have unsprung portions 
of about }-ton each. 

The root cause of the poor riding of British Railways 
electric stock is the fact that the special requirements of 
electric traction have not yet been apprehended by the 
designers of the mechanical parts, who so far have merely 
modified standard coach designs to take electrical equip- 
ment. 

Yours faithfully, 
W. J. WILLIAMS 
10, Rathgar Avenue, Ealing, London, W.13 


Container Traffic 


December 9 

Sir,—Public interest in the use of railway-owned con- 
tainers continues to increase, and more and more firms are 
making use of this excellent, and for some commodities 
extremely economic, means of transport. 

The German Federal Railway is doing its utmost to 
facilitate this type of traffic, particularly for containers of 
small and medium size, and its development is the subject 


of a very careful study, with a view to eliminating diffi- 
culties and avoidable delays. 

One difficulty frequently encountered is delay in return 
ing empty containers, and here the users of this service 
can play a vital part in helping to run it smoothly and 
efficiently. Not only does a slow turnover of containers 
hamper development of this means of transport, but the 
demurrage charges collected from shippers are a source 
of constant irritation and arguments between the shippers, 
forwarding agents, and consignees. One way of avoiding 
this lies entirely in the hands of the forwarding agents in 
this country, who, by keeping a close watch on containers, 
can ensure that they are returned with minimum delay to 
the railways or steamship companies concerned. 

Containers arriving in this country by rail can usually 
be discharged at consignees’ premises on arrival, and 
returned by the same vehicle to the station. The railways 
have their own organisation for the return of these con- 
tainers and delays caused after the return are their con- 
cern. Where containers arrive in this country by steamer, 
the responsibility for return rests with the consignee or 
forwarding agent concerned with the delivery. 

Containers not returned to Germany within the time 
limit of 21 days from the date of delivery to the docks at 
the German port are subject to demurrage charges in 
accordance with the official tariff. The German Federal 
Railway is anxious to help importers to avoid such demur- 
rage charges, and has requested its United Kingdom 
Agency to assist users of containers with information and 
advice. 

Enquiries for this or any other service between the 
United Kingdom and Germany or in transit through Ger- 
many, should be addressed to: — 

The German Federal Railway, 

Freight Agency for the United Kingdom, 

Schenkers Limited, 
27, Chancery Lane, London, W.C.2. 
(Telephone Chancery 3294.) 
Yours faithfully, 
W. ZIPPERT 
Schenkers Limited, 

27, Chancery Lane, W.C.2 











Publications Received 


Electric Trains and Locomotives. By 
B. K. Cooper. London: Leonard Hill 
Limited, 9, Eden Street, N.W.1. 84 in. 

53 in. 111 pp. Illustrated. Price 15s. 

This work fills a gap in contemporary 
literature. Though it reviews the 
technical development of railway electric 
motive power, it is easily understood 
by and instructive to the layman. 
The description and diagrams explaining 
the principle of the electric motor are 
the clearest we remember. Modern 
world-wide practice is covered by the 
text and diagrams and by the many 
photographic illustrations which are well 
produced. Details of the various de- 
signs are amply described, and the merits 
of the different voltages and systems 
are impartially compared. Diesel-electric 
traction is discussed, besides the various 
systems of transmission, control and 
electric braking. Other chapters deal 
with the handling of power units and 
the feasibility of using industrial- 
frequency alternating current. The 
author deals at some length with the 


remarkable work of the electric loco- 
motives on the Paris-Lyons main line 
of the French National Railways; he 
shows how line capacity has been in- 
creased by the uniformly fast passenger 
and freight schedules over this route, 
Where the standard of punctuality is 
noteworthy. 


Termes Commerciaux: Trade Terms.— 
1953 Edition, 136 pages, 104 in. x 8 in. 
Text in both French and_ English. 
Obtainable post free, price £1 6s. from 
British National Committee, Inter- 
national Chamber of Commerce, 15, 
Kingsway, London, W.C.2.—This work 
deals exhaustively with ten very 
generally used terms and gives for some 
20 countries all the different interpreta- 
tions in use and defines very clearly 
the obligations falling on a trader who 
is sending a consignment, under each set 
of conditions. It should be invaluable 
to all engaged in overseas trade and 
save them from what at times might 
prove embarrassing and costly mis- 
understandings. The French text is 
valuable also as a help to understanding 


wording used in international documents 
drawn up in French. 


Incoterms 1953: (International Rules 
for the Interpretation of Trade Terms). 
—70 pages, 84 in. x 54 in. Paper 
covers. Text in English and French. 
Obtainable, post free, price 6s. 3d. from 
the same address as above. The pur- 
pose of this work is to offer for adoption 
a recognised set of definitions covered 
the commonly used trade terms, so that 
a trader, by stipulating them as apply- 
ing in any undertaking he makes, may 
render it quite clear what his obliga- 
tion and those of his customer really 
are. These rules were originally issued 
in 1936 and, having been found of great 
benefit in commercial circles, have now 
been revised and extended. 


Calendars for 1954.—We acknowledge 
the receipt of calendars for 1954 from 
the Department of Railways, New 
South Wales; Illinois Central Railroad: 
Pennsylvania Railroad; the Bristol 
Aeroplane Co. Ltd.; and the D. P. 
Battery Co. Ltd. 
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A Footplate Trip on the 
“Moonshine Special” 

This month we are privileged to bring 
you details of a remarkable perform- 
ance recorded by that well-known 
authority on train running, Professor 
Alan J. Cecil, A.M.I.L.E. (in sixty 
seconds flat). The Professor was re- 
cently responsible for the introduction 


of his latest invention—the Driver 
Guard—on British Railways. This is a 
small umbrella which automatically 


pops out of the driver’s cabin and over 
the driver’s head when he pokes out his 
head at a station on a wet day. At the 
moment, this refinement is only fitted to 
electric stock, but many drivers have 
been quite carried away by it already. 
However, to get down to details of 
the Professor’s run. Unfortunately, he 
cannot call to mind the station he 
started from, but remembers it was a 
big one with a glass roof—a master- 
piece of description which about covers 
all the termini in London. He was more 
explicit, though, concerning the make- 
up of the train, which was hauled by 
No. 999, a rebuilt Howler and fitted 
with Ross “Pip” valves, which, as their 
name implies, give off only a small pip 
in place of the usual pop. Further, he 
reports that the engine was fitted with 
h. & c. throughout, although as he 
laughingly remarked, “he was very h. 
in front, but very, very c. in the rear”. 
The load consisted entirely of axle- 
fitted stock, and the gross weight was 
considerably more than the tare. 


Away To A Goop START 
Nevertheless, the engine got away to 
a good start, despite severe initial 


slipping, caused by the Professor knock- 
ing his elbow against the regulator. 
Speed gradually rose as Driver Spright 
and Fireman Slack (“Nutty”) of Old 
Garden Shed took turns to keep the 
Professor seated, and by the time we 
had reached the first p.w. check our 
first 60 was recorded. A _ surprising 
figure, this, at this point, although 
nobody was more surprised than the 
p.w. gang concerned, but apart from 
observing two flying shovels to west- 
ward and a slight attack of hammer- 
blow, the Professor noted nothing un- 
toward. But this was only the start, 
and many other surprising things were 
in store. Speed fell over the next 
stretch, but we picked it up again, and 
then came the electrifying dash at 
Barclays Bank, a formidable obstacle 
that brought the cut-off down to 334 
per cent, less the usual discount for 
valve-travel. This spurt was_ short- 
lived, however, as we found the going 
rather heavy, but we soon got No. 999 
back on the rails again. The load was 
now increased by 10 tons, due to the 
adhesion of that amount of clay on the 
buffer-beam, but we were through 
Bugby in even time. 

Soon after this, the Professor, who 
was under the impression he was riding 
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a Great Western Saint, became involved 
in a discussion with the fireman as to 
the relative merits of Mr. Churchyard 
and Mr. Grisley as designers. But the 
fireman refused to be Bulleid, and the 
driver just managed to prevent his mate 
from using the shovel to finish the ar- 
gument. At this stage, to everyone’s 
consternation, we found we had omitted 
to take water at the troughs during the 
mélée, and Spright decided to stop at 
the next station, only to find that no 
water-column was located there. With 
great presence of mind, the driver said 
“Fill ’er up with tea from the Refresh- 
ment Room, mate,” and despite the 
protests of the manageress, this was 
accomplished with a net loss of only 30 
minutes to the engine, and about 30s. 
short in the till. The professor said 
afterwards that he couldn't recollect 
a locomotive running on tea in all his 
long experience, but I understand from 
the shed foreman that it was subse- 
quently a toss-up whether No. 999 
would have to be re-boilered owing to 
corrosion of the tubes, or would be re- 
tained at Crewe as a super tea-urn. 


CHANGING CREWS 

Lancashire was noted on either side 
of us, but nothing more of note 
occurred until we came to the highlight 
of the run—the ascent of the dreaded 
Mishap Summit. Fortunately, we 
changed crews around this time, a 
hazardous feat with a non-corridor 
tender, as it involved the driver and fire- 
man crawling in single file over the coal 
in the tender, and getting into the train 
that way. The oncoming crew were in 
even worse shape, and had the greatest 
difficulty in using their knees at all for 
some time after taking over. Their per- 
formance over this rough stretch was 
remarkable. 

But now the formidable bank was in 
sight, although the view was partially 
obscured by a covey of clerical gentle- 
men with cameras, who seemed to be 
everywhere (“Mighty Leica Rose,” as 
the Professor remarked). In fact, one 
daring soul was even laying flat between 
the up and down roads endeavouring to 
get a rail level shot, but instead ‘the 
fireman, who obviously wasn’t camera- 
conscious, gave him a short burst from 
the ejector pipe, and he was last seen 
making a very fast run up the bank, 
without assistance. It is a pity no 
record was kept of his time, although 
he did have the advantage of being 
superheated. 


OVER MISHAP SUMMIT 


However, we finally breasted the 
Summit, and the Professor said he had 
never witnessed a more thrilling climb, 
but I am not sure whether he was re- 
ferring to the crew taking over or to the 
performance of the engine, but as he 
was under the impression it was 
Dainton Bank, it doesn’t really matter. 
Speed rose, as it usually does downhill, 
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and to the consternation of the Pro- 
fessor, the driver chose this particular 
time to turn round and say “Look—no 
hands,” which, to put it mildly, was no 
way for a top-link man to behave. 

The rest of this remarkable run must 
go without comment, as the Professor 
hurriedly alighted at a signal check 
somewhere on the Scottish moors under 
the impression the train was running 
into Plymouth (these Great Western 
fans take some convincing). So the 
final figures can only be estimated, 
although the net time would have been 
in the region of quite a few hours or 
slightly faster without the net. 

My best thanks are due to those 
officials of British Railways who have 
checked over details of this run, and 
denied all knowledge of it—S. L. B. 
Locomotive Bell Presented to Church 

The steeple of the mission church of 
St. Philip and St. James at Lake Success, 
Long Island, now has a bell which be- 
longed to a Central Vermont Railway 
locomotive. This locomotive operated 
from 1928 to 1953 between Belleville, 
Ontario, and St. Albans and Brattle- 


boro’ Vermont; it is one of ten now 
replaced by diesels. 
Moving a Circus 
Recently a special train convey- 


ing horses and elephants belonging to 
Chipperfields’ circus arrived at Brick- 
layers Arms at 3 a.m. from Blackheath 
en route to Peckham Rye. When 
the circus arrived at Blackheath Station 
to entrain for Bricklayers Arms, the 
shunting and loading operations had to 
be performed between the normal fre- 
quent electric services, and were com- 
pleted in five minutes. 


NOT TO WORK OVER 
& G.W LINES. VIA KING 
& LUDGATE HILL 


THE 
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CROSS. MET 





Photo) (Bitish Railways Magazine 
One of the 16 elephants of Chipper- 
fields’ Circus, waiting to be detrained 
at Bricklayers Arms Goods Depot, 
Southern Region 
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OVERSEAS RAILWAY AFFAIRS 


BRAZIL 
Brazil-Bolivia Railway 

The Government has opened a credit, 
equivalent to £2,640,000, to complete the 
Corumba-Santa Cruz de la Sierra Rail- 
way. The track is expected to reach 
Santa Cruz this year. An agreement has 
been signed under, which Brazil and 
Bolivia undertake to contribute one mil- 
lion dollars each towards the cost of 
drilling wells and exploiting Bolivian oil 
in the Department of Santa Cruz. The 
area to be exploited by the mixed Brazil- 
Bolivian companies has already been 
prospected by American engineers. It 
covers 300 km. between the rivers Ichilo 
and Parapeti. The intention is that oil 
and other products of the Santa Cruz- 
Cochabamba region shall be exported 
through Corumba, instead of Argentina. 


EAST AFRICA 


Opening of Mtwara Port and Railway 


Mtwara Port will be opened for pub- 
lic use on January 17. On that day also 
the 66-mile railway line linking Mtwara 
with Ruo, on the completed section of 
the Southern Province line from 
Mkwaya to Nachingwea, will be 
opened under construction conditions. 
For the present the port facilities at 
Mtwara will consist of one deep water 
berth, a transit shed and mobile cranes. 
The second berth and transit shed will 
be completed, probably about the 
middle of the year when it is hoped 
that the Governor of Tanganyika will 
perform the official opening ceremony. 


(From our correspondents) 


All traffic on the Southern Province 
Railway will be carried at the tariffs 
applicable throughout other sections of 
the E.A.R. & H. system. The Tangan- 
yika Government and the Overseas 
Food Corporation have undertaken a 
joint guarantee against any deficit 
arising in the working of the railway 
and port. 


Nairobi Mechanical Workshops 

The Nairobi Mechanical Workshops 
of the East African Railways & 
Harbours cover an area of approxi- 
mately 40 acres, with some 520,000 
sq. ft. of buildings, and are well 
equipped with modern machinery for 
the maintenance and repair of rolling 
stock and mechanical equipment of all 
kinds. The total number of staff 
employed is approximately 2,500, of 
whom 2,000 are African artisans, and 
other grades, 460 Asians and some 80 
European supervisors and technicians. 

The workshops undertake the heavy 
maintenance and repair of all loco- 
motives, coaches and wagons in Kenya 
and Uganda and on the Tanga Line. 
Coaches and wagons are also built. 
There is an apprenticeship scheme in 
force for Europeans, Asians and 
Africans. The African scheme pro- 
vides for some 150 boys who have 
attained a standard of education where 
they are able to read and write elemen- 
tary English. They are indentured for 
various trades and serve a five-year 
apprenticeship; during this period they 
are housed and fed in a hostel. On 
the completion of their apprenticeship 
those who have proved themselves 
capable are engaged as artisans in the 





Aerial view of the Nairobi Workshops of the East African Railways 


workshops. Free housing is provided 
for all staff. In Nairobi there are two 
large African housing estates where 
most of the Africans employed in the 
workshops are housed. 


NEW ZEALAND 


Houses for Tradesmen 


Fifty houses are to be built or 
bought in the Hutt Valley, Wellington, 
by the middle of next year to help to 
attract engineering tradesmen to the 
Woburn railway workshops, where 
there has been a shortage of staff for 
some years. By this means it is hoped 
to obtain selected men from railway 
workshops in other districts where 
labour is more plentiful and from out- 
side the service. Some of the houses 
will be built by the State Housing Con- 
struction Department and others will be 
bought. 

Because of the staff shortage, only 
part use is being made of the Woburn 
shops, one of the best-equipped heavy 
industrial plants in the country. Between 
1,400 and 1,500 men are needed, but the 
plant has only 979. The intake of 
apprentices is small, though the training 
given is equal to anything in the 
Dominion, including both theoretical 
and practical instruction; schooling is 
given in the employers’ time. Potential 
labour is attracted, however, by the 
increasing number of privately-owned 
industrial undertakings in the Woburn 
district. 

The site of the workshops at Woburn 
occupies nearly 67 acres and contains 
nearly 11 acres of floor space as well 
as associated roads, yards and more 
than nine miles of railway lines. The 
main purpose of the plant is to repair 
and build locomotives, though the 
labour shortage, if not considerations of 
policy, has meant that no new locomo- 
tives have been built since two “K” 
class were turned out three-and-a-half 
years ago. 


UNITED STATES 
Rebuilding Huntington Shops 


Employees at the Huntington, West 
Virginia, locomotive shops of the Chesa- 
peake & Ohio Railway prepared a 
model, covering 225 sq. ft., of a sug- 
gested reconstruction of the shops which 
would save $750,000 a year. The model 
was three-dimensional, and had movable 
parts to show the method of working 
proposed. Mr. W. J. Tuohy, President 
of the C. & O., was so impressed by the 
model that he arranged for it to be taken 
to New York to show to the directors. 
As a result, the reconstruction, at a total 
cost of $1,400,000 has been sanctioned 
in full; part of it had been sanctioned 
already on the President’s own initiative. 
The shop work will be concerned mostly 
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with diesel repair and maintenance, but 
passenger coach repairs for the entire 
system will be carried out also. 


North Western Pacific Diesels 


The North Western Pacific Railroad, 
extending northwards from San Rafael, 
across the bay from San Francisco, for 
267 miles through the redwood country 
to Willetz, and Eureka, and with 
branches bringing the total mileage to 
330, has changed over entirely to diesel- 
electric operation. A total of 40 diesel 
units, ranging from 800 to 1,500 h.p., is 
sufficient for normal traffic, but a few 
steam locomotives are being retained in 
working order, for use during seasonal 
peak traffics. Train radio is also being 
installed in half the locomotive stock (20 
locomotives) and on 20 cabooses, and 
two fixed stations will be situated at 
Willitz and Eureka. 


PORTUGAL 


New Bridges 

Nine metal bridges between Pampil- 
hosa (148 miles north of Lisbon, on 
the Lisbon-Oporto main line) and Vilar 
Formoso, the frontier station on the 
line to Salamanca, are to be replaced 
by steel bridges to be built by Krupp 
Stahlbau, of Rheinhausen. 

The Pampilhosa—Vilar Formoso line 
is traversed by the Lisbon portion of 
the “Sud Express.” The bridges to be 
replaced impose a severe speed restric- 
tion on trains passing over them. The 
expenditure concerned will amount to 
Deutsche Mark 6,000,000. 


ITALY 
Nord-Milano Electrification 


Electric traction was introduced on 
the standard-gauge Milan-Busto 
Arsizio-Novara line of the Nord- 
Milano Railway on December 13. The 
route-mileage is 384 miles. The con- 
version, including lowering sections of 
the line, the adaptation of rolling stock 
and the acquisition of seven new motor 
coaches, cost lire 420,000,000. 

It is planned to modernise Busto 
Arsizio Station, 224 miles from the 
Milan terminus, where the line crosses 
the Milan-Domodossola main line of 
the State Railways, and abolish the com- 
pany’s terminus at Novara, which is 
close to the station of the State Rail- 
ways, into which the Nord-Milano 
trains would run over an existing con- 
nection. 


SWITZERLAND 


Sursee-Aarau Through Route 


A plan to build a metre-gauge electric 
railway, to improve communications in 
the district north-west of Lucerne and 
south of Aarau, is being discussed. The 
line, would connect Triengen-Winikon, 
the terminus of a standard-gauge steam- 
worked branch from Sursee, on the 
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Lucerne-Olten-Basle main line, with 
Schoftland, terminus of a metre-gauge 
electric line, about eight miles long, 
from Aarau, on the Zurich-Olten-Berne 
main line. 

If the gap of 7} 
Triengen-Winikon and Sch6ftland is 
bridged the Triengen-Winikon and 
Sursee branch would be converted to 
metre-gauge and electrified and the 
much-advocated through rail connec- 
tion between Sursee and Aarau would 
be possible. The Triengen-Winikon- 
Schoftland connection and reconstruc- 
tion of the branch from Sursee would 
cost fr. 7,100,000. 


miles between 


FRANCE 
Reclining-seat Coaches 

The S.N.C.F. has experimented since 
1950 with two rotatable reclining-seat 
coaches. These second-class coaches, 
called voitures-fauteuils, are of the cen- 
tral corridor type. Eighteen other 
coaches are now to. be similarly 
equipped. 

Limoges Dormitory Room 

In our May 2, 1952, issue we described 
how the first-class waiting room at 
Limoges had been converted, at the end 
of 1951, into a dormitory waiting room 
for the use of passengers changing trains 
and having to spend several hours there 
during the night. Another room was 
opened in July, 1952, which added six 
to the eight reclining chairs already 
available. 

During the first eight months of this 
year 3,866 passengers have used the 
facility, an average of nearly 500 a 
month. The highest figure was that for 
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August when there were 679 bookings. 
During the same eight months a further 
641 bookings had to be refused because 
accommodation was not available. 


Financial Provision for 1954 


The financial plans for 1954 of the 
Government envisage the granting of a 
credit of fr. 39,000 million (£39,000,000) 
to the S.N.C.F. for its reconstruction and 
capital works programme. It had been 
expected that the financial programme 
would envisage the closing, during the 
year, of 4,000 km. (2,485 miles) of line; 
under pressure from the Minister of 
Public Works & Transport, the lines for 
closure have now been reduced to 2,000 
route-km. (1,242 miles). 


AUSTRIA 
Tariff Union 

A tariff union between the railways of 
Austria and Jugoslavia was created on 
September 10 with the object of estab- 
lishing as soon as possible a unified 
goods tariff between the two countries. 
This tariff will be equally applicable 
with the neighbouring countries and for 
the traffic via the port of Rijeka: for the 
present it will be restricted to the most 
important categories of goods. 

Traffic with neighbouring countries 
will have a restricted classification for 
goods: a free choice of routes will be 
introduced over which the price of tran- 
sport will be calculated according to 
route. On the other hand, for maritime 
traffic with Rijeka there will be a division 
of traffic according to the shortest total 
distanec. The Swiss franc has been 
adopted as tariff currency. 





Interzonal Diese! Working in Germany 





Photo] 


(J. H. Price 


Three-car diesel-electric unit of the (Eastern) German State Railway about 
to leave Hamburg—Altona for Berlin on through service over route of 


prewar “ Flying Hamburger.” 


The motor coaches are powered by 600-h.p. 


Maybach engines 
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A Mechanical Method of Calculating Railway 
Speed-Time-Distance-Consumption Data—3° 


Further characteristics of the T.D.C. calculator and some details on the 


construction of the instrument 


By E. G. Thompson 


Engineer, Electrical Engineering Branch, Victorian Government Railways 


HE acceleration for a movement is 
the one-hundred-and-twelfth part 

of the net tractive effort per ton when 
taking into account the total resistance 
of traction, grade, and curvature. It 
follows, therefore, that there is a char- 
acteristic curve for level tangent track 
and one for each “ Up” and “ Down” 
compensated grade.+ There is no limit 
to the number of acceleration curves 


from the other, in a vertical or radial 
direction according to the relative mag- 
nitude and direction (sign) of the com- 
pensated grade. It follows, therefore, 
that if one acceleration curve be plotted, 
the corresponding acceleration curve 
value for any other grade, either (up) 
positive or (down) negative, can be de- 
termined from it, by the use of a suitably 
calibrated vertical scale. This may be 

more clearly seen by 


















































12 ) studying the construc- 
: tion of the grade scale, 
* | | attached to the right 
Soe hand cursor, of the 
m4 " T.D.C. instrument (see 
- _ Fig. 13). 
« i : Satie os 
a | ee ee eee ros he tractive effort in 
x s i lb. per ton required to 
. a a eae take a train up a grade 
1 = 30 [°° of 1 in X is 2,240/X lb.; 
F “a for example, 22°4 Ib. 
a5 a 
5 z a ae T.E. are required per 
~ = Sion 50 ton for a 1 in 100 
a ~..| 100 | ~ a et oe 
rs} <1! | <a me grade. Now 112 lb. of 
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3 _ L ea, ee 100 required to accelerate 
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2 Ss, >» | Steen | 2 ae 
e jnew amet | weight at 1 m.p.h. per 
sa Po 200) | 2 a ° . 
s 4 | sec., and it will be 
‘i = 100 oe 1 =! realised that a grade 
1 oe Trowm-nh__|200 can add to, or take 
@ —_ ig from, the available T.E. 
rs Ts. | 50 ae et Ae to increase or decrease 
ie 4 en. the rate of accelera- 
> ae i 
2 < ae tion. 
6 %. « Seemed 150 
8 tee 2 Y -| cm lites es The scale to repre- 
e | “4 |30 sent 1 m.p.h. per sec. 
im | _- on the T.D.C. instru- 
Zl -o~ a i— ment was made to be 
| ~~=4._|30 ba 10 cm. long, and as 
| 112 lb. are required for 
-o8 45 ‘. that acceleration, it 
SPEED-M.PH. we that 1 = 
se ; aay scale represents I1*2 Ib. 
Fig. 12—Acceleration characteristics of net tractive effort. 
The distances in centi- 
metres, above or below 
that might be plotted, but as more and_ the mark of level track, for a num- 
more of them are added, the identifica- ber of grades are set out in the 
tion of any one of them becomes more following table:— 
difficult. eae Grade 1200 1/100 ~—-1/50 1/30 
A number of these characteristics is  T.E. per ton 
shown in Figs. 4 and 12,andaclosein- fs a a ae 
spection of either figure will show that, from 0 lem. 2m. 4em.  6:68¢m. 


at any speed, the vertical distance be- 
tween any two of the curves, adjacent 
or otherwise, is a constant. In other 
words, all the acceleration curves are 
identical in shape, but are displaced, one 


* Parts 1 and 2 were published in our issues of 
October 30 and November 27 

+ A compensated grade is a term used in making 
traction calculations which incorporates as one grade 
the effect of both grade and track curvature 


It will be seen that the scale is logarith- 
mic in type. 

For the more satisfactory working of 
the T.D.C. instrument a sub-cursor to 
mark the required grade should be in- 
corporated; for instance, the ruling grade 
of a line might be 1 in 110 and the sub- 
cursor would make this more readily 
determined. 


The use of such a scale is illustrated 
in Fig. 12, where the full-line character- 
istic is that for level tangent track, and 
the characteristics for “up” and 
“down ” grades of | in 30, 1 in 50, 1 in 
100, and | in 200 are shown dotted. The 
characteristics of other grades which 
might be useful for ordinary calcula- 
tions were omitied in this figure for 
clarity’s sake. 

The vertical scale on Fig. 12 shows 
how the value of the acceleration for 
any grade can be read from one charac- 
teristic. | By setting the centre of this 
scale, marked ©, on the characteristic 
for level tangent track the acceleration 
value for any grade from 1 in 30 (down) 
negative to | in 30 (up) positive can be 
determined by selecting the required 
scale mark. 

Each calibration figure on the scale is 
for a grade of unit rise in a distance 
denoted by that figure, i.e., the 30 mark 
means a grade of | in 30. Alternatively, 
this grade-scale could be calibrated as 
a percentage grade, in which case the 
scale would be linear. 


Track Curvature 
A track curve is a positive resistance 
to the movement of a vehicle or train 
and for traction calculations it can be 
treated always as an “up” grade. The 
T.D.C. instrument has a mechanical 
adjustment to simplify this conversion. 
The train resistance of a curved track 
has been taken as 0-6 per ton for a 
curve in which a 100 ft. cord subtends 
an angle of one degree. The resistance 
might be higher for a steam locomotive 
or for a vehicle having a particularly 

rigid and lengthy wheelbase. 


Thus 1 degree 


86-4 
~ Radius in chains 
and the train resistance 
6 x 86-4 
~ Radius in chains 

A 10-chain curve would add 5:2 Ib. 
per ton resistance and the net T-E. 
would be lowered by (5:2/ 11-2) 0-464 cm. 
when using the same scale as that of 
the T.D.C. instrument. 

By a cam action, the red line (see 
Fig. 13) is moved upwards 0-464 cm. 
when the knob K is turned to the mark 
10, and by a proportionally different 
amount when turned to a figure repre- 
senting the radius of another curve. 

The knob (K), therefore, when turned 
to the appropriate number signifying the 
curve radius in chains, increases all 
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“up ” grades and decreases all “ down ” 
grades by the amount of the curve 
resistance. As the intersection of the red 
line and the radial line of the cursor is 
always set on the acceleration or charac- 
teristic curve, plotted for level tangent 
track, when making a calculation, it 
follows that the further the knob (K) 
is turned to suit a shorter radius or a 
higher resistance track curve the more 
the acceleration is reduced for all set- 
tings of track grade. 


Time 


Time is determined from the follow- 
ing relationship: — 


Vi-—Vsz 
t= 
a 
Where t = time in sec. 
a = acceleration m.p.h p.s. 
V, = initial speed m.p.h. 
V, = final speed m.p.h. 


3 

The term (V, — V.) is the selected 
speed-increment for the movement and 
the appropriate hyperbolic curve plotted 
for this increment upon the base board 
will be used to solve the above equation. 

The acceleration for the movement 
is found in the following manner: 
Place the S/T line of the sector on the 
average speed in m.p.h. (scale A). 
Slide the right-hand cursor until the in- 
tersection of its red and radial lines is 
on the acceleration characteristic. 

Revolve the sector until the appro- 
priate acceleration (that for any grade 
can be read from the cursor scale) in- 
tersects the selected speed-increment 
curve and the “ Time ” (t) will be read 
under the S/T line of the sector on 
scale (C). 

Distance 

The distance travelled in feet is de- 
termined from the following relation- 
ships :— 

d =t x § x 1-467, or converted for slide 
rule work 


t 
‘6818 s 
Where d = distance in feet 
t = time in seconds 
S = average speed m.p.h. 


As explained above the S/T line of 
the sector indicates the “ Time” of the 
movement on the logarithmic scale (C) 
but the S/T line is also 6818 on the 
logarithmic speed scale (D). The 
“ Time” reading, therefore, is auto- 
matically divided by 0°6818 using the 
logarithmic scales of (C) and (D). 

The equation for “Distance ” is then 
solved by multiplying the result ob- 
tained above by the average speed and 
this is effected—as on a slide rule— 
by selecting the average speed on scale 
(D) and reading the “ Distance” in 
hundreds of feet on scale (C). 


Consumption 


It is reasonable to assume that the 
rate of consumption during a short 
movement will correspond to the 
average speed. This assumption is taken 
when the target (F) is placed on the 
“Power” characteristic curve when 
the S/T line of the sector is on the 
average speed, (A) scale. When the 
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“Time” for the movement is found, 
the centre of target (F) automatically 
falls on or adjacent to a hyperbolic 
curve, and this real or imaginary curve 
represents the energy consumed by that 
movement in amp./sec. or B.Th.U’s. 
The value of each hyperbolic curve 
is given at the top of the board, in 
kWh. or Ib. of fuel, on the “ energy 
consumption scale,’ which must be pre- 
set as detailed hereunder for the condi- 
tions of the movement. The “energy 
consumption scale” converts the work 
done per movement into the appro- 
priate units—kWh., or Ib., of fuel— 
when it has been pre-set to suit the 
ampere, or B.Th.U’s per second, charac- 
teristic. The scale is made to revolve, 
in a semi-circular slot, about the pivot 





Left Arm of Sector>— 


LEFT HAND CURSOR 


Fig. 13 


of the instrument and once adjusted it 
should remain set for the one set of 
calculations. 

For d.c. traction, it is first necessary 
to determine the number of parallel 
traction motor current paths, and then 
to set this number on scale “E,” to the 
average line voltage on scale “ V.” For 
single-phase traction, the scale should 
be moved until the line voltage coin- 
cides with the average power factor at 
the train. For a vehicle producing its 
own power, the scale should be moved 
until the arrow (H) is on the correct 
calorific value for the fuel, scale (J). 

If the ampere-hours for the locomo- 
tive movement are required, set the 
number on scale (E) representing the 
parallel motor paths, to 1,000 V. and 
read the figures required on the energy 
consumption scale. 

It is often convenient to know the 
balancing speed that a vehicle or train 
will have when on a given grade. This 
can be found as follows: — 

Set the grade, selected and as indi- 
cated by the right-hand cursor, to the 
zero acceleration line. Revolve the 
sector until the intersection of the red 
and radial lines of the right-hand cursor 


Right Arm 
of Sector 


Al Cursor —— 


Curve Adjustment _* 
Knob = 

ad 
of 


Grade Scale on Perspesc »——— 


RIGHT HAND CURSOR 


711 


is on the acceleration characteristic. 
Read the balancing speed on scale (A) 
at the S/T line of the sector. By re- 
versing the above process the grade can 
be found that will give a balancing 
speed of some particular value. 


Construction of T.D.C. Calculator 


The baseboard of the calculator is 
built up from a number of pieces of 
plywood. The groove for the semi- 
circular consumption scale was made 
as follows :— 

(a) A groove of a certain width was 
first made, one or two plys deep, by 
cutting through the layers with a sharp 
tool attached to a radial wooden arm 
working on the instrument pivot. 

(b) An additional ply or so was then 







Red Line on Perspex: =————& 
ustable to suit curve 
track 


Construction of grade scale of T.D.C. calculator 


added to the top of the board covering 
the slot. 

(c) A groove, narrower than the origi- 
nal, but with a common centre, was 
then cut, by the same method through 
the added plys to form an inverted 
“T-shaped slot. 

(d) The slide to fit the “ T ” slot was 
made from plywood in a similar way, 
with the same cutting tool. 

The baseboard complete was given 
suitable undercoats of flat paint and 
then several coatings with a good class 
of white enamel. The surface was rub- 
bed down after each coat. The final 
coat after rubbing down was matt and 
smooth and the surface was easily 
marked by a drawing pen with drawing 
ink. The finished surface is absorbent, 
and will take up dirt as ‘well as ink, 
but as the surface is protected in prac- 
tice by the tracing paper and celluloid 
sheet it remains clean. 


Time-Distance Scale 
Finding it difficult to construct a 
curved logarithmetic scale with accu- 
racy, the author fitted a lath of wood 
about 6 ft. long at one end, over the 
instrument pivot. To the other end of 
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the lath the indicating mechanism and 
driving wheel of a planimeter was 
fitted. At a suitable position on the 
lath, i.e., covering the instrument base- 
board, and radial to the pivot, a straight 
edge was attached. 

Starting from a suitable position at 
the lower left-hand corner of the instru- 
ment board, a calibrating line was 
drawn along the straight edge with the 
lath in position on the pivot. This 
line was taken to represent one second 
on the scale. With the lath in this 
position the indicating mechanism of 
the planimeter was set to zero zero. 

The lath and the indicating mechan- 
ism was then rolled to the right until 
3010 (log of 2) was recorded and a line 
was drawn at the straight edge to repre- 
sent two seconds on the scale. The 
indicating mechanism was then rolled 
on to 4771 for three seconds and so on. 

The scale ““D” on the sector has to 
be an exact counterpart to the time and 
distance scale and it should be made in 
a similar manner. The two scales 
“C” and “D” are made to work to- 
gether as with a slide rule. The scale 
for energy consumption at the top of 
the board was marked out from the 
time scale by using a straight edge 
radiating from the pivot. 


Construction of Increment Curves 

As explained earlier in this article, 
the increment curves were obtained 
from the formule V; — V. = a.t., but 
it was not said then that, despite any 
variation in the value of the increment, 
the curves for all values may be drawn 
from the one master curve and/or tem- 
plate. The only difference between any 
two increment curves is that one is dis- 
placed from the other. 

In calculating the basic data for a 
curve—say, increment (1) one—points 
were worked out for a large number of 
values for “t” time and “a” (accele- 
ration) so that an accurate curve of the 
desired range was obtained. A piece of 
tracing paper was placed on the instru- 
ment baseboard and securely clamped 
in position. The increment curve was 
then plotted on the tracing paper from 
the calculated figures by using the 
“time” scale of the instrument, and, 
for increased accuracy and because it 
would only be needed once, a tem- 
porary “acceleration” scale suitably 
divided and radiating from the instru- 
ment pivot. These scales are used with 
the sector when plotting. 

The point marked °% on the grade 
scale on the right-hand cursor was set 
to the required value of “a” and the 
S/T line on the arc of the sector was 
then moved to the corresponding value 
of “t” and the new position of the 
point ° was marked on the tracing 
paper and was the first position on the 
increment curve. After all the calcu- 
lated values of “a” and “t” were used 
in this way, the marks on the tracing 
paper were joined up, and the resulting 
semi-rectangular hyperbola was the 
curve for an increment of (1) one, but 
for reasons explained above the shape 
was used to make the template. 


THE RAILWAY GAZETTE 


Electric Traction Section 


To form the template, the plotted 
curve was transferred to a sheet of cel- 
luloid which had been temporarily 
coated with white water paint, and was 
punched to fit accurately over the in- 
strument pivot. The celluloid, when 
marked, was cut away on the convex 
side of the curve and fitted to mate 
accurately the master curve on the trac- 
ing paper. 

Sufficient clearance moreover was left 
to allow for the thickness of the draw- 
ing pen so that the curves to be plotted 
from the template would be accurately 
placed. 

When the template was accurately 
placed over the pivot and adjacent to 
the master curve, the lower edge of the 
celluloid sheet was marked with a line 
through the mark for one second on the 
time scale, and also through the mark 
for 10 sec. on the time scale. 


Curve for Increment 2 


By moving the (1) one second scratch 
mark just referred to forward to the (2) 
two second mark on the time scale (or 
the 10 second scratch mark to the 20 
second mark on the time scale) the 
curve for increment 2 was drawn on 
the tracing paper by following the curve 
of the template. All increments curves 
were drawn on the base board in a 
similar manner by moving either one 
of the scratched marks on the tem- 
plate to a suitable point on the time 
scale. 

With the template formed, all 
the increment curves from 0°1 to 48 
were marked in selected colours as de- 
scribed earlier in this article. 


Operating Short Cuts 

More than one advantage of the 
T.D.C. calculator will be evident to the 
operator after he has had a few minutes 
experience of its use. The tractive effort 
available for the next movement can 
be seen at a glance, in relation to 
balancing speed and grade, and this 
helps the operator to select his next 
speed increment. 

The distance for which line condi- 
tions remain constant is known to the 
man making the time distance calcula- 
tions, and it is continually his aim to 
make his train movements agree with 
the line conditions. An outstanding 
advantage of the T.D.C. calculator is its 
capacity to determine quickly and accu- 
rately the increment of speed necessary 
for a known distance. This is accom- 
plished by working the calculator parti- 
ally in reverse. It will be shown that 
by making even a wild guess at the 
average speed for the anticipated move- 
ment the correct increment—within a 
reasonable tolerance—can be deter- 
mined. 

Assuming that a train running at 43 
m.p.h. is to encounter an upward grade 
of 1 in 50, and that a movement of 
600 ft. is desired, because a change of 
track conditions occurs at that distance. 

The operation of the calculator for 
this partial reverse method is:— 


1. To put the S/T time on _ the 
assumed average speed—Scale A. 
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2. To adjust the red line of the grade 
scale to the characteristic; and 


3. To put the assumed average speed- 
scale D—adjacent to the 600 ft. mark— 
Scale C. It should be noted that the 
scales C and D act together as the two 
scales of a slide rule. 

The desired speed increment will then 
be read—correct to two significant 
figures—under the 1 in 50 up grade 
mark. 


EXAMPLES 
Guess | Guess 2 Guess 3 
Distance of move- 
ment ... --. 600 fe. 600 fe. 600 ft. 
Assumed average 
speed . 4im.p.h.  41-5m.p.h. 42m.p.h. 
Assumed 
increment 4m.p.h. 3 m.p.h. 2 m.p.h. 


Increment 
deducted 2:84m.p.h. 2:°86m.p.h. 2:88m.p.h. 


The above table shows that each of 
the three guesses gave a close approxi- 
mation to the right increment, and had 
only one guess been made and the re- 
sult taken, the calculated movement 
would have been very close to the 600 ft. 
desired. From the guessed increments 
and those found by the calculator— 
worked in reverse—it is evident that 
the correct speed increment for the dis- 
tance would be slightly greater than 
2°86 m.p.h. 

Taking this figure as it stands, and 
using the instrument in the normal 
manner, the results obtained are:— 


Speed of train, initial .. 43m.p.h. 
Speed of train, final .. 40-1 m.p.h. 
Time for movement we §=9°9 sec. 
Distance travelled . 600 fe. 


This operation has taken much time 
to describe, but it can be carried out in 
practice in a few seconds. 


(Concluded) 








LONDON MIDLAND STATION DECORATIONS.— 
The London Midland Region has deco- 
rated Euston and St. Pancras Stations with 
illuminated Christmas trees, holly and 
balloons. At Euston, in addition to collec- 
tion for the blind, there are bins into which 
passengers may place toys for the Great 


Ormond Street Children’s Hospital. Broad , 


Street Station also has a Christmas tree and 
collection boxes for the Institute for the 
Blind. Other stations on the London Mid- 
land Region which have been decorated 


include Carlisle. Leicester, Liverpool, 
Manchester, Nottingham, Preston, and 
Stoke. 


IMPROVEMENT AT BANK HALL MOTIVE 
Power Depot, L.M.R.—British Railways, 
London Midland Region, have spent nearly 
£26,000 to provide modern amenities and 
office accommodation for the staff at Bank 
Hall Motive Power Depot. The old 
power house at the depot has been trans- 
formed into an up-to-date office and 
amenities block. The ground floor con- 
sists of locker rooms, drying rooms, 
ablutions, lavatories, showers, and first aid 
room. The first floor houses the offices, 
and the second floor a modern canteen and 
mess room. Bank Hall Depot has a 
staff of 338 and services some 40 loco- 
motives. 
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Swiss-Built Bo-Bo Locomotives in France 


New prototype for testing the performance of 
four-axle power bogie designs at high speeds 





Photo| 


[J. Costes 


Prototype high-speed locomotive at Gare de Lyon, Paris 


RIALS are in progress on the 

French National Railways of the 
first of the two high-speed Bo-Bo loco- 
motives, Nos. 9001 and 9002, built by 
S.L.M. and Brown-Boveri. With Nos. 
9003 and 9004, the French-built mach- 
ines described in our September 4 issue, 
they implement the S.N.C.F.  pro- 
gramme of investigating the perform- 
ance of Bo-Bo locomotives designed to 
have operating characteristics similar 
to those of the present “7100” Co-Co 
class, but with a saving in weight. 

The mechanical parts of the new loco- 
motive were built by the Swiss Loco- 
motive & Machine Works, and the 
electrical portion and transmission by 
Brown-Boveri & Company, both of 
whom have worked on the lines of 
adapting to French requirements the 
successful Berne - Létschberg - Simplon 
4,000 h.p. Bo-Bo class introduced in 
1945, 

Length over buffers, 50 ft. 6 in. 
is however slightly less than in the 
B.L.S. locomotive, and the weight has 
been reduced to 80 tonnes. 


Bogie Construction 


The S.L.M. bogies and method of 
body suspension are similar to the ar- 
rangements in the Swiss Federal Rail- 
ways “Re 4/4” locomotives. A pivot 
located in the central cross-member of 
each bogie carries a swing bolster which 
supports the body outside the bogie 
frames, and rests on laminated springs 
slung in such a way as to permit lateral 
movement. The seating of the pivot in 
the bogie cross-member is at a height 


which causes the tractive forces to be 

transmitted approximately in the hori- 
zontal plane of the axles. 
Suspension 

Two coil springs support the bogie 

frame on each of the Athermos axle- 

boxes, which move on vertical cylin- 

drical guides and have Silentblocs in- 
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corporated in their mountings. A 
transverse linkage between bogies helps 
to reduce flange and rail wear on curves. 

The motors, carried in the bogie 
frames, drive through a Brown-Boveri 
disc transmission to a pinion in a gear- 
case which is slung from the bogie at 
one end and rides on the driving axle 
by means of roller bearings at the other. 

The control equipment and auxiliary 
machines are arranged in the centre of 
the body so as to leave two side 
corridors for intercommunication be- 
tween the driving cabs. 

Series-parallel and parallel motor 
groupings are provided, the motors be- 
ing wound for the line voltage of 1,500. 
There are 19 resistance notches in 
series-parallel and seven in parallel. 
After each full-field notch eight weak- 
field steps are available, giving 18 
economical running speeds. Minimum 
field is 24 per cent of full strength and 
the motors, which have six main poles 
and interpoles, are fully compensated 
for armature reaction at low field 
values. 


Camshaft Control System 


Two camshafts driven by electric 
servo-motors on the JH system of the 
Compagnie Electro-Mecanique operate 
respectively the motor grouping and re- 
sistance contactors and the field-shunt- 
ing contactors. Manual control of 
the camshafts is also available in case 
of a fault in the servo drive. A high- 
speed circuit-breaker protects the whole 

(Continued on page 714) 








[ G. F. Fenino 
Bc-Bo locomotive, No. 9001 on test with main line train, South Eastern 
Region, French National Railways 
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Breakdown Crane for Electric Lines 


Twenty-five ton lift and low height for 
running below overhead catenary systems 


Ardelt 25-ton 12-wheel standard-gauge breakdown crane for 15-kV 16-6 








ye 
* 


o 


cycle single-phase electrified system, German Federal Railway 


GQ PECIAL gear often needed for elec- 

trified sections of railway with 
overhead equipment includes breakdown 
cranes built to clear gantries and con- 
tact lines, with a low locked-down posi- 
tion and height. 

The single-phase electrified system of 
the German Federal Railway uses a six- 
axle travelling crane for this purpose, 
built by the Ardeltwerke at its Wilhelms- 
haven works as a development of its 
normal breakdown cranes, though the 
latter are built up to 90 tons lifting 
capacity, whereas the electrified section 
crane as shown in the accompanying 
illustration is of 25 tons. 

With the boom right down on the 
adjacent match truck the maximum 
height is 14 ft., the maximum allowed 


by the German loading gauge. If the 
boom is carried horizontally the overall 
height is 17 ft. 9 in. 
Diesel Power 
Propulsion and operating power are 


diesel. A Deutz water-cooled four- 
cylinder four-stroke of 68 h.p. is 
installed; this drives a main take-off 


shaft through a flexible coupling, revers- 
ing gear, and chains. The controls are 
operated through compressed air. The 
axle drive is taken through a vertical 
shaft at the pivot pin. A top speed of 
50 m.p.h. is allowed when travelling, 
though this maximum applies when the 
crane is being hauled by a locomotive, 
as its own 68-h.p. engine cannot move 
the total weight of 96 tons at this speed. 


Welded construction is applied more 
or less throughout to bogie frames, 
underframe, and superstructure. Driv- 
ing machinery, and the raising, slewing, 
and traversing motions are contained in 
the superstructure, and the whole is 
pivoted on the undercarriage. With 
the boom and the jib steel ropes and 
tackle and the balance weight, this com- 
plete superstructure has a full turning 
movement of 360 deg. in either direc- 
tion: The total weight of this equip- 
ment is supported on a ring of tapered 
rollers carried on a horizontal toothed 
turning ring. 


Lift and Radius 


The maximum combination of lift and 
radius is 25 tons at 45 ft., and for this 
duty double steadying feet are used, 
attached to the underframe about mid- 
way between the two outer axles of 
each bogie as indicated in the accom- 
panying illustration. These rest on the 
usual erection of wood sleepers or simi- 
lar timber, and can be loaded by an 
electrically-driven hydraulic pump, or 
individually by four hand pressure 
pumps. The feet are carried on cast 
steel brackets, and give a_ transverse 
pitch of 12 ft. 6 in. between the centres 
of the outer props. 

The boom carries a traversing crab 
which, with the boom horizontal, gives 
maximum and minimum lifting radii 
of 45 ft. and 26 ft. respectively from 
the superstructure pivot. For smaller 
radii the boom is lifted. 

Current for lighting on night work 
is provided by two 300-W. 24-V. 
dynamos charging a battery, but an 
a.c. generator and a 380/24-V. trans- 
former also are included among the 
comprehensive auxiliary equipment. 








Swiss-Built Bo-Bo Locomotives 
in France 


(Concluded from page’ 713) 


of the electrical equipment. Two 
motor-blower sets connected perman- 
ently in series draw air into the body 
through louvres in the side walls below 
the pantographs and direct it one way 
to the motors and the other to the re- 
sistance compartment. 


Rating and Speed 

The locomotive one-hour rating at 
1,500 V. is 4,480 h.p. and the continuous 
rating 4,030 h.p. Corresponding figures 
for the “7100” Co-Co class are 4,800 
h.p. and 4,400 h.p., but for a weight 
26 tons greater. The maximum service 
speed of 99-4 m.p.h. is the same in 
both cases. 

The numerous 


published records 
of noteworthy 


running by _ the 


“7100” locomotives make it clear at 
what high standards any design that may 
eventually take over their duties must 
attain. 

This latest Bo-Bo type has _ the 
advantage on the mechanical side of 
embodying features which have proved 
their value over many miles of high- 
speed service in Switzerland, and which 
in fact first proved the practicability of 
a four-axle power bogie design rated in 
the region of 4,000 h.p. 








New FERRY WAGON SERVICE: BRADFORD 
TO CONTINENT.—To provide a facility for 
exporters despatching traffic in less than 
wagonloads to the Continent, particularly 
to Belgium, Central Europe, and Italy, 
British Railways have introduced a new 
service from Bradford via the Harwich- 
Zeebrugge train ferry. Wagonloads are 
made up and despatched from Bradford 
Adolphus Street Goods Station The ser- 


vice is operated in conjunction with Van 
Oppen & Co. (1935) Ltd. international 
shippers, of Bradford. The only other 
places to have such a service are under- 
stood to be London, Manchester, and 
Birmingham; the new service based on 
Bradford is designed to appeal to traders 
in the West Riding and in the North East. 
Indications are that the scheme will be 
successful and regular forwardings will 
follow, the frequency of the service being 
dictated by traffic offering, but not less than 
twice weekly. Charges can be quoted on 
an F.O.B. or C.LF. basis, and special 
collection arrangements ex-works can be 
made by British Railways at an all-in cost. 


MULLARD PuBLICITY DEPARTMENT AD- 
DRESS.—The Publicity & Press Departments 
of Mullard Limited now occupy new 
offices at 1, Gerrard Place, Shaftesbury 
Avenue, London, W.C.2. The telephone 
numbers are Gerrard 9941 to 9945. All 
correspondence should continue to be 
addressed to Century House, Shaftesbury 
Avenue, W.C.2. 
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Electric Motor Coach for Steep Grades 


Narrow-gauge modern design for 
recent Swiss electrification scheme 





eta, eae 


are driven. Despite the narrow gauge, 
axle-hung motors are used, and with 
single-reduction gears. Individual trac- 
tion motor capacity is 123 h.p. at 23 
m.p.h., or, on the aggregate, 19 h.p. per 
ton of empty weight. These motors 
and the remainder of the electrical 
equipment including the dead man pedal 
are of Brown Boveri make. 

The gauge imposed severe limitations 
on the bogie design, nevertheless it was 
possible to instal the well-known Swiss 
type of bogie, with Schindler’s own 
form of hydraulic shock absorber. This 
bogie has a welded bolster supported 
each side on an inverted laminated 
spring, and with double-helical springs 
supporting each axlebox, the springs 
themselves surrounding the shock 
absorbers. 

The 760-mm. (2 ft. 6 in.) wheels are 
of the disc type. Complete with two 
motors a bogie weighs 5 tons, of which 
the two motors and their gears account 
for 2 tons. Braking is on the Char- 
milles air-pressure system actuating two 

MONG the many small private rail- all-welded steel method. Light weight blocks on each wheel, and the brake air 

ways still operating in Switzerland, was desirable on account of the con- alsg operates the sanding. The brake 

the Waldenburgbahn, outside Basel, tinuous steep grade, and for the same cylinders are carried below the car 
is notable for its steep grades, up to reason all four axles of a motor-coach (Continued on page 717) 
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Diagram showing principal dimension and seating arrangements 


1 in 30, worked by adhesion. It is a 
12-mile line of only 750 mm. 
(2 ft. 54 in.) gauge connecting with the 
Swiss Federal Railways at Liestal, and 
having a service of 10 or 12 trains a day 
in each direction, making six inter- 
mediate stops in each direction. 

Until recently this line has been steam 
worked, but with the beginning of this 
winter’s timetable electric working was 
introduced on the 1,500 V. d.c. system 
with overhead current collection. 
Opportunity was taken to do away with 
locomotive haulage and to operate all 
traffic by motor-coaches, hauling as 
necessary passenger trailers made up of 
the old stock. 


Lightweight Construction 


To operate the entire traffic three 
motor coaches were needed, and these 
have been built by Schindler Waggons 
S.A., of Pratteln, mechanical construc- 


tion being on that company’s lightweight 750-mm. gauge Schindler bogie with two 123-h.p. traction motors 
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Bridge Renewal at Hammersmith, London Transport 


Replacement of wrought-iron spans 
carrying District and Piccadilly Lines 





New bridge from street level. 





The completed deck for westbound tracks is 


in foreground ; that for the eastbound tracks is not yet in final position 


HE London Transport Executive is 
carrying out an interesting bridge 
renewal at Hammersmith, The bridge 
in question carries the four tracks of 
the District and Piccadilly Lines over 
Galena Road, a little to the east of 
Ravenscourt Park Station. It previ- 
ously consisted of two parallel 
wrought-iron spans, one built about 
1865 for the Addison Road-Richmond 
extension of the London & South 
Western Railway, and the other, eleven 
years later, for the Metropolitan District 
Railway, which was extended from 
Hammersmith to join the L.S.W.R. 
at Studland Road Junction, just west of 
the bridge. 

After the withdrawal of the 
L.S.W.R. trains in 1916, one bridge was 
disused until 1932 when the former 
L.S.W.R. tracks and those of the District 
Railway were rearranged to provide for 
the projection of Piccadilly trains 
beyond Hammersmith; thenceforward 
the former District bridge carried the 
westbound District and Piccadilly lines 
and the former L.S.W.R. bridge the 
eastbound District and Piccadilly lines. 

By 1950, it was obvious that both 
bridges were approaching the end of 
their useful life. Their design had given 
rise to maintenance difficulties, particu- 
larly in regard to corrosion of the main 
girders and of the top flanges of the 
eross-girders where they supported 
longitudinal timbers carrying the tracks. 
In addition, their decks were, by modern 
standard, very light and the theoretical 
stress on the girders was high. In the 
earlier bridge, this had been remedied to 


some extent by installing additional 
cross-girders diagonally between the 
existing girders; although this gave 
some relief to the original cross-girders, 
it also led to uncertainty about the 
distribution of loads. Defiections under 


load were high, and this, combined with 


the other factors noted, influenced the 
decision to replace the two spans by a 
modern structure. 


Full Span Not Feasible 


Galena Road is a minor residential 
road, varying in width from 10 ft. to 
22 ft. with very little through traffic, but 
the span of the original bridges was 
40 ft., probably to provide for a road- 
widening scheme long since discarded. 
As the two westbound tracks were 
carried by one bridge and the two east- 
bound tracks by the other, it was desir- 
able that a single ballasted deck should 
be provided for all four tracks. The 
provision of such a deck of the full 
span, however, would have required 
girders deeper than could be accommo- 
dated between the fixed rail levels and 
the road structure gauge, which could 
not be reduced. 

The problem was complicated by 
the fact that the tracks to the 
east of the bridge are on a 1 in 44 
gradient falling towards Hammersmith. 
No appreciable raising of the level was 
permissible as this would have either 
worsened the gradient or necessitated a 
general raising of the track as far as 
Hammersmith, a virtual impossibility 
as the line is partially in tunnel. As the 
problem would be simplified by reduc- 
ing the span, it was finally decided to 
erect a three-span structure, with a 
central span corresponding to the 
present road width and approach spans 
on either side under which footpaths 
could be constructed if required. 





Erection of top sections of columns, showing column on 
and that in the centre being erected 


right completed 











Vitts 
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The provision of columns outside the 
present road width permitted the use of 
shallower girders and enabled a 
ballasted deck to be provided. The 
approach spans consist of reinforced 
concrete slabs, 11 in. deep, and to give 
a clean appearance the soffit of these 
slabs was kept at the same level as the 
underside of the bolster girders sur- 
mounting the columns. This was a 








Bridge from rail level, looking towards Hammersmith. 
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allowed the centre span deck to be 
erected approximately 3 ft. below the 
existing decks. For convenience, it was 
erected in two sections each of approxi- 
mately half the total area. 

The new columns, consisting of a 
12 in. x 12 in. B.F. beam section, were 
fabricated with a joint about 3 ft. from 
the cap. The lower portions of the 
columns were erected on_ prepared 
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timber packings. This allowed the old 
bridge to be removed piecemeal, leaving 
the tracks carried on the new deck, 
which was then jacked up the remain- 
ing 1 ft. 8 in. to its final position, 
enabling the upper portions of the 
columns to be inserted and riveted into 


position. Horizontal beams are pro- 
vided between the columns; these 
formed convenient supports for the 


Sy 
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Two westbound tracks on right completed ; eastbound pair of 


tracks carried on temporary timber packing resting on new deck 


convenient arrangement in view of the 
method of erection adopted, and also 
had the advantage of protecting one side 
of the bolster girders, so reducing the 
painting area. 


Method of Erection 


As the existing structure consisted of 
two bridges, each carrying two tracks, it 
was not possible to adopt the usual 
London Transport method of rolling in 
the new bridge and rolling out the old. 
As a temporary measure a_ reduced 
headroom was allowable, although it 
was necessary to keep the road open 
during the bridge works, and _ this 


Electric Motor Coach for Steep Grades 
(Concluded from page 715) 


frame, as is the motor-driven com- 
pressor. 


Body Details 


Only third class accommodation is 
provided on the Waldenburgerbahn, 
and the motor-coach body has accom- 
modation for 36 seated passengers in 
smoking and non-smoking saloons, in 
addition six hinged seats are provided 
in the luggage compartment. Standing 
capacity in peak periods, as at week 
ends, is assessed as 34. Roof, sides and 
underframe are parts of a single welded 
steel box-structure, with all the con- 
stituents of more or less equal strength. 

The side doors, of the double-hinged 
type and mechanically connected to 
folding steps, are opened and closed 
electro-pneumatically by the driver. 
Heating of the passenger saloons is 


foundations and the bolster girders 
bolted to them by temporary cleats. The 
deck beams were then fixed to the 
bolster girders underneath the exist- 
ing bridge, which remained in position. 
Shuttering having been fixed, the deck 
concrete was poured and jater water- 
proofed with two layers of bituminous 
membrane waterproofing laid in hot 
asphalt and protected by Brindle tiles. 

There was now a deck of two-track 
width approximately 3 ft. below the 
existing bridge. By means of jacks, the 
deck was raised | ft. 4 in., portions of 
the existing deck were removed and 
the track supported on the new deck by 


electric. The driver is seated at the 
right-hand corner at each end, but to 
give him plenty of room and provide 
space for the controls and instruments 
the end door giving access to the trail- 
ers is offset from the centre-line. 


HOWARD PRIZE FOR MECHANICAL MOTIVE 
PowerR.—The Royal Society of Arts, as 
trustee for the endowment, offers the 
Howard Prize of £20 for award in 1954 
to the author of a treatise on some aspect 
of mechanical motive power. Entries must 
be received not later than July 31, 1954, 
by the Secretary of the Royal Society of 
Arts, 6-8, John Adam Street, Adelphi, 
London, W.C.2, from whom further details 
may be obtained. 


ENGINEERS’ GuILD LIMITED—At the annual 
general meeting of the Engineers’ Guild on 
December 9, Mr. Henry Nimmo, President, 
said that the Guild had nearly 3,600 mem- 


jacks and finally serve as part of tha 
inter-column bracing. 

As a temporary measure, the track 
between the abutments and the central 
span was supported by waybeams, per- 
mitting the approach slabs to be cast 
underneath ‘in their final position. 
Finally the bridge parapets were 
equipped with the necessary steelwork 
to support cables across the bridge. 

The design and execution of the work 
was to the instructions of Mr. C. E. 
Dunton, Chief Civil Engineer, London 
Transport Executive. The contractors 
for the work were Joseph Westwood & 
Co. Ltd. 


bers, but the membership curve was not 
as steep as hoped. The potential market 
for recruitment was the membership of 
the three senior engineering Institutions, 
the Civils, Electricals and Mechanicals, 
whose total membership was nearly 96,000. 
Ideally, every member of the three Insti- 
tutions should be a member of the Guild but 
a realistic aim would be 50 per cent of this 
figure, or 35,000 members. He appealed to 
the three institutions and to the technical 
engineering press, to give all possible assis- 
tance to achieve that aim, as he was con- 
fident that a strong and_ influential 
Engineers’ Guild would be of advantage not 
only to its members but also to the major 
institutions and to the technical press. 


CHRISTMAS TREES AT SCOTTISH STATIONS.— 
Decorated Christmas trees are on display 
at seven of the principal stations in 
Scotland: Aberdeen, Dundee West, Edin- 
burgh Princes Street, Edinburgh Waverley 
and the Central, Queen Street and St. 
Enoch stations at Glasgow. The trees are 
displayed in aid of charitable and desery- — 
ing organisations. 
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New Construction in Africa 


Building an extension of the Sudan Railways from Sennar southwards to Singa and Roseires 


Spiral under construction at mile 179 on the Western Uganda extension, East African Railways 
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PERSONAL 


Mr. A. F. Kirby, General Manager, 
East African Railways & Harbours, has 
returned to Nairobi after a brief visit to 
London. 


Mr. Gordon Gibson, Chief Mechanical 
Engineer, East African Railways & Har- 
bours, is in the United Kingdom on a busi- 
ness visit. 
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appointed Construction Engineer in the 
Chief Electrical Engineer’s Department. 
His designation was changed to that of 
Assistant Chief Civil Engineer (Construc- 
tion) in 1951. 


Mr. Walter William Shutt, Relieving 
System Manager, General Manager’s 
Office, Johannesburg, South African Rail- 
ways, who, as recorded in our September 
25 issue, has been appointed Chief Stores 
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Manager’s Office, Bloemfontein, where he 
was promoted to be Superintendent (Com- 
mercial & Staff) in 1945. He also served 
in this capacity at Durban, and in 1951, 
he was appointed Relieving System 
Manager, Johannesburg. 


We regret to record the death on Decem- 
ber 13, in his 83rd year, of Mr. W. G. P. 
Maclure, O.B.E., M.I.Mech.E., M.I.Loco.E., 
Locomotive Running Superintendent, 





Mr. H. R. Moffatt 


Appointed Chief Civil Engineer (Construction), 
South African Railways 


Henry Robert Moffatt, M.Sc., 
A.M.LC.E., A.M.1.Struc.E., Assistant 
Chief Civil Engineer (Construction), South 
African Railways, who, as recorded in our 
October 23 issue, has been appointed Chief 
Civil Engineer, joined the S.A.R. on 
December 12, 1920, in the capacity of 
Pupil Engineer. He was appointed Assis- 
tant Engineer two years later. Mr. Moffatt 
rose through the Assistant Engineering 
grades 3, 2 and 1 at the depot where he 
joined, namely Table Bay Harbour, and 
transferred to the Harbour Engineer’s 
Department at Port Elizabeth in Septem- 
ber, 1931, where he was appointed District 
Engineer on October 10, 1934. His next 
promotion was that of Harbour Engineer 
Durban, as from October, 1938. Mr. 
Moffatt was transferred to Headquarters 
for the first time when he was promoted to 
be Assistant Chief Technical Officer 
(Reconstruction) in March, 1945, and, in 
October of the same year, he became head 
of that Department. Further promotion 
came his way in April, 1948, when he was 


Superintendent, Johannesburg, began his 
railway career at the age of fifteen on 
January 19, 1916, at Pretoria as a messen- 
ger. In May, 1918, he was absorbed in 
the clerical ranks and progressed through 
the usual grades, becoming Personal Clerk 
to the Chief Traffic Manager in Johannes- 
burg on December 18, 1933. Mr. Shutt 
rose to the grade of Clerk 1 on December 
1, 1934, and, in March, 1937, he was 
appointed Clerk, Senior Class II, in the 
General Manager’s Staff Office. A little 
over a month later he became Personal 
Clerk to the Assistant General Manager 
(Commercial) at Headquarters and further 
promotion followed on April 1, 1939, when 
he was appointed Clerk, Senior Class I. 
On April 1, 1941, Mr. Shutt became Private 
Secretary to the General Manager in the 
grade of Principal Clerk I, and, during the 
same year, he was transferred to the post 
of Commercial & Staff Assistant, East 
London. Here he rose to be Chief Clerk 
on January 1, 1944, before being once 
again transferred, this time to the System 


Mr. W. W. Shutt 


Appointed Chief Stores Superintendent, 
South African Railways 


Great Central Railway, 1900-23, and, 
upon amalgamation, Locomotive Running 
Superintendent, Southern Area, London 
North Eastern Railway, until his retire- 
ment in 1931. The body was taken from 
Marylebone to Manchester on December 
16. The locomotive, a Class “A3” 
Pacific, was driven by Driver George 
Kendall as far as Leicester, at which point 
Driver George Crewe took over. These 
drivers, who had both worked under Mr. 
— were specially selected for the 
uty. 


We regret to record the death on Decem- 
ber 14, at the age of 79, of Mr. Maurice 
Arthur Bulkley, Chief Conveyancing 
Assistant to the Solicitor, Great Western 
Railway, 1924-38. 


Mr. W. P. Lester, Senior Clerk, Motive 
Power Department, British Transport 
Commission, has been appointed Coal 
Supplies Officer, Waterloo. 
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Mr. 


ome Commercial Superintendent, 


E. W. Arkle 


. Region, British Railways 
Mr. Edward W. Arkle, Commercial 
Superintendent, North Eastern Region, 


British Railways, York, who, as recorded 
in our December 18 issue, has been 
appointed Commercial Superintendent, 
London Midland Region, as from January 
1 next, was born in Birkenhead and 
educated at Marlborough and _ Exeter 
College, Oxford. He joined the L.N.E.R. 
in 1923 in the Scottish Area, spending 
nearly two years training in that area. He 
then transferred to the North Eastern 
Area. After being for some time in the 
Chief General Manager's Office at Kings 
Cross, and in the Goods Manager’s Office 
at York, he was appointed in 1929 to be 
Head of the Works and Docks Section 
of the District Goods Manager’s Office, 
Hull. From September of that year he 
—_ a year on the German _ State 
Railways, studying all branches of work 
in various parts of the country. Thereafter 
he joined the Traffic & Statistical Section 
of the Divisional General Manager's Office, 
York, until, in 1933, he was appointed to 
be Assistant District Goods Manager at 
Newcastle. In 1934 he became Assistant 
District Superintendent at Newcastle, and, 
in 1936, District Passenger Manager, New- 
castle. Mr. Arkle was appointed Assis 
tant Goods Manager, North Eastern Area, 
in 1937, and in 1940 he also took over the 
duties of Assistant Passenger Manager in 


that Area. He was made Assistant 
Divisional General Manager, Southern 
Area, L.N.E.R., in January, 1943; in June, 


1945, he became Goods Manager for the 
Scottish Area of the L.N.E.R. and, in 
1948, Assistant Commercial Superinten- 
dent, Scottish Region. In March, 1949, 
he was appointed to the position he now 
vacates for his new post in London. 


Mr. J. S. Nicholl, C.B.E., M.Inst.T., 
who, as recorded in our December 18 
issue is to retire at the end of the year 
from the service of the British Transport 
Commission, having been Chief Officer 
(Research & Charges), Road Haulage 
Executive, was educated at Sutton Valence. 
He joined the office staff of the Union- 
Castle Line in 1904. He subsequently 
served for a short period in Western 
Canada as Office Manager to the Chief 
Engineer of the Hudson Bay & Pacific Rail- 
way, later qualifying as a _ chartered 


Mr. J. S. Nicholl 


Chief Officer (Research & Charges), 
Road Haulage Executive, 1950-53 


accountant and practising in Saskatchewan 
and Alberta. During the 1914-18 war he 
served on the staff of the Auditor & Con- 
troller of the Imperial Munitions Board, 


Ottawa, and eventually he was appointed 
Deputy Auditor & Controller. In 1920 
Mr. Nicholl joined Sir Maxwell Hicks, 


then Receiver and Manager of McNamara 
& Co. Ltd., and served as Chief Account- 
ant until the reconstruction of the com- 
pany in 1921, when he joined the firm of 
Maxwell Hicks & Company, Chartered 
Accountants, the firm managing McNamara 
& Co. Ltd.,and was appointed Chief Execu- 
tive Officer of the company. He became 
a member of the Transport Advisory 
Council at its inception in 1934, and, in 
1938, he was a member of the McLintock 
Committee appointed to enquire into 
transport in Northern’ Ireland. Mr. 
Nicholl played an important part in the 
wartime organisation of the road haulage 
industry, both on the Ministry of War 
Transport operational committees and on 
the Producer Gas & Alternative Fuels 
Committee of the Ministry of Fuel & 
Power. He is the author of a number of 
papers on matters of road _ transport 
interest, and was awarded the Institute of 
Transport (Road Transport) Gold Medal 
for the 1934-35 session; he was President 
of the Institute of Transport for 1941-43. 
Mr. Nicholl was a member of the 
National Civil Aviation Consultative 
Council. At the time of his appointment 
as Chief Officer (Organisation & 
Development), Road Haulage Executive, 
in December, 1948, he was Vice-Chairman 
and Chief Executive Officer of McNamara 
& Co. Ltd. Mr. Nicholl was appointed 
Chief Officer (Research & Charges), 
Road Haulage Executive, in 1950. 


Mr. E. R. Dalrymple, General Freight 
Agent, Central Region, Canadian National 
Railways, who, as recorded in our Decem- 
ber 11 issue has been appointed Freight 
Traffic Manager, Central Region, was born 
in Montreal. Mr. Dalrymple graduated 
from Royal Military College in 1918 and 


from McGill University in 1923 with a 
B.Sc. degree. He joined the Canadian 
National Railways in 1920 and became 


Assistant Tariff Inspector in 1924, Special 
Traffic Representative in 1926, Travelling 
Freight Agent at Hamilton in 1934, District 


Mr. E. R. Dalrymple 


Appointed Freight Traffic Manager, 
Central Region, Canadian Pacific Railways 


Freight Agent at London in 1940, Division 
Freight Agent at Ottawa in 1946 and at 
Montreal in 1949. He was appointed Gen- 
eral Freight Agent at Toronto in 1952. 


Sir Archibald and Lady Boyd gave a 
cocktail party at the Savoy Hotel, ‘London, 
on December 17 to introduce Mr. H. N. 
Edwards, who, as recorded in our Octo- 
ber 30 issue, is succeeding Sir Archibald 
Boyd as Managing Director of Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd. on January 1, 1954. Some 400 guests 
representing all branches of transport 
were present. 


Mr. J. Foster Petree, Editor of Engineer- 


ing, is retiring on December 31, but 
remains a member of the board of direc- 
tors. He will be succeeded as Editor by 


Mr. F. B. Roberts, 
Editor. 


M.B.E., Chief Assistant 


We regret to record the death of Mr. W. 


Rosson, Service Manager of Fodens 
Limited. 
Mr. John MacNish, C.A., of Charter- 


house Industrial Development Co., Ltd., 
has been elected a Director of Aluminium 


Castings Co., Ltd., to fill the vacancy on 
the board caused by the death of Mr. 
R. S. Dyball. 


Mr. John A. Clark and Mr. Michael W. 
Clark have been appointed Directors of the 
Plessey Company Limited 

Mr. J. A. Smith, formerly a Director, has 
retired because of ill health. ; 

Mr. W. F. Cross has been appointed 
Joint Secretary of the company with Mr. 
E. H. Ouston. 


At a meeting of the Council of the 
British Iron & Steel Federation, on Dec- 
ember 15, Mr. G. H. Latham, Chairman 
& Managing Director of the Whitehead 
Iron & Steel Co., Ltd., was appointed 
President of the British Iron & Steel 
Federation as from January 1, 1954, in 
succession to Sir Ellis Hunter, Chairman 
& Managing Director of Dorman Long & 
Co. Ltd. 

Mr. A. G. Stewart has been appointed 
President Elect of the Federation. 
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7 . e . . e s 
British Transport Commission Statistics (Period No. 11) 
Summary of the principal statistics for the four-week period ending November 1 
STAFF 
B.T.C as British | Road Docks, Railway Commer- 
— Head — ——_. Road | Passenger > —— & Bcc: Harbours,| Clearing | cial Adver- Legal Films Total 
Office Y P Services |(Provinical) oe ssa aterways) Wharves House tisement 
Number 847* 596,711 95,333 68,955 60,581 15,732 6,100 4,666 20,755 522 199 338 42 870,781 
* Includes headquarters staff of former Railway Executive, previously included in the British Railways total 
BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS LONDON TRANSPORT 
Four weeks Aggregate for Inc. or dec. Inc. or dec. 
to November | 44 weeks - Passenger | ner cent | be per cent 
— eaetihited | over 1952 | — over 1952 
1953 1952 1953 1952 i Sec 
a 000 
9 Railways ns 45,681 0-5 16,476 — 12 
000 0 Buses & coaches 221,347 — 3-2 26,499 — 2-6 
British Railways— . ms - —- Trolleybuses 57,238 3-4 5,703 — 1-7 
Passengers . 7,776 7,364 99,319 96,380 -~——— —_—|—_— 
Parcels, etc., by passenger train 3,075 2,851 32,387 30,144 Total 324,266 2:8 48,678 — 21 
Merchandise - 8,689 8,342 89,014 87,566 - 
aa te 3,709 3,450 37,953 35,011 
oa coke 8,915 8,246 91,165 84,858 
Livestock ... 312 351 2,079 1,888 INLAND WATERWAYS 
—— —_—|— - ————_———_- Tonnage of traffic and ton miles 
Total British Railways 32,476 30,604 351, 917 335,847 — ——_~ 
British Railways C. & D., etc. ~ 932 | ~~ 876 9,797 9,547 Inc.ordec. 7,5, _, Inc. or dec. 
ieniiniyhiies sete - “aes Oe —_ Tonnage per cent wailes per cent 
British Road Services 6,570 6,225 66,502 64,649 over 1952 | over 1952 
Provincial & Scottish Buses ... + 3,625 ~~ 3,458 ~ 43,021 41,042 
sa ——- - —- — 000 000 
London Transport— Coal, coke, patent fuel & peat 56! 10-4 7,840 + 13-1 
Railways en 1,485 1,402 15,217 15,034 Liquids in bulk oa 150 6-7 3,917 - 3-8 
Buses & coaches ... 3,187 3,086 34,424 33,306 General merchandise ... 311 2:0 4,641 - 15-3 
Trolleybuses & trams 735 718 7,744 ee ere Oe ee aS ee ee 
aaa a ana 5 eaaaianeaein Total 1,022 5-0 16,398 - 0-5 
Total London Transport 5,407 5,206 57,385 56,407 
Ships ... 718 683 10,207 10,327 
——) ae a ae piles bret Ti RAILWAYS 
Inland .\Waterways—Carrying ae 70 74 761 761 BRITISH RA ne 
Rolling Stock Position 
be pemengore 17,049 16,263 204,769 198,895 
otal freight, parcels ‘& mails 32,749 30,863 334,821 319,685 poner Nidaiios Available Available 
Ink i under operating stock 
nland Waterways—Tolls, etc. a 104 a 104 ‘2 1,143 iS "024 ; stock repair stock in 1952 
Docks, Harbours, etc. 1,311 I 21 14,169 13,659 
Hotels & Catering 1,306 é 1,220 ; 14,516 ; 13,863 Locomotives... 18,559 3,136 15,423 15,473 
—$— = | Coaching vehicles 57,178 5,456 51,722 52,209 
Total 52,519 49,671 569,418 547,226 Freight wagons... 1,121,183 83,708 1,037,475 1,027,174 
BRITISH RAILWAYS 
Passenger Souvenye vata of September, 1953) 
Full Excursions, Other Keite morein Season Total —— 
fares cheap day, etc. descriptions Y 8 tickets over 1952 
20,351,000 21,255,000 3,631,000 15,800,000 34,935,000 95,972,000 —2-4 
BRITISH RAILWAYS 
Freight Tonnage Originating and Estimated Ton-Miles (Period No. 11) 
Inc. or dec. 
_- Merchandise Minerals Coal & coke Livestock Total per cent 
| over 1952 
PAG ~ 000 ~ 000 ae 000Ct~*# ~ 000 000 eet a 
Tons originating 4,018 5,285 14,382 106 23,791 +3-3 
Ton-miles 553,316* 426,892 879,540 _ 1,859,748 +2-4 
* Includes livestock 
BRITISH RAILWAYS perarted No. I1) 
Locomotive coal consumption 
Total steam Total electric Total Freight train- Net ton-miles 
— coaching coaching freight miles pertrain | per total 
train-miles train-miles train-miles engine-hour | engine-hour ' Lb. per 
| | Total tons engine-mile 
| 
1953 13,781,000 3,768,000 11,393,000 8-48 626 1,000,000 | 60-6 
1952 . 13,708,000 | 3,723,000 | 11,209,000 8-57 620 1,021,000 62-2 
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Peruvian Corporation Limited 


Increased net surplus : 


to meet 


The sixty-third annual general meeting 
of the Peruvian Corporation Limited, was 
held on December 15, in London, Mr. W. 
H. White, Chairman, presiding. 

In his statement circulated with the 
report, the Chairman said that the gross 
revenue from railways, steamers and other 
assets for the year amounted to £3,853,129 
compared with £3,858,927 in the immedi- 
ately preceeding year. At the same time, 
expenditure advanced from £3,483,527 to 
£3,579,510 due to increases in salaries, 
wages, social legislation obligations, and 
higher costs of some materials. After add- 
ing back the fuel oil reserve of £119,264 
made last year (no longer required), the 
net surplus was £392,883 before charging 
debenture service, which compares with 
£375,400 in the previous year, ascertained 
after making the fuel oil reserve. 


Two coupons on the Corporation’s 
debentures (due October 1, 1947, and 
April 1, 1948) were paid on April 1, 
1953, and October 1, 1953, respectively, 


leaving a balance of £555,587 of net 
revenue to be carried forward under the 
scheme of arrangement to meet future 
payments of debenture interest when the 
requirements of the business of the Cor- 
poration permit. 

During the year under review, Peru con- 
tinued its progressive development. The 
country enjoyed the advantage of political 
stability and social order and both State 
and private activities continued to advance. 
Relations with the Peruvian Government 
had been happy and Government officials 
had invariably been ready to give sym- 
pathetic consideration to the Corporation’s 


problems. The value of the sol in rela- 
tion to the £ sterling and the U.S.A. 
dollar remained relatively steady during 
the year. Monthly remittance rates 


averaged S$/43-00 to the £ sterling during 
the year, compared with S/39-10 during 
the previous year. The rate had _ since 
fallen, however, to about S/51 to the £ 
sterling. 


Fall in Tin Production 

The difficulties in Bolivia, particularly 
in regard to the provision of foreign 
exchange, continued throughout the year. 
The vital importance of the production of 
tin in the economy of Bolivia was pointed 
out in the previous year’s statement; as the 
price had fallen steadily from U.S. $12-14 
per pound (which ruled from May, 1952, 
to March, 1953), to U.S. $0-85 per pound at 
the present time, the outlook was not good, 


especially in view of high production 
costs. 
Bolivian revenue had been converted 


at 169-79 bolivianos to the £ for the year, 
as this represented the average remittance 
rate of the monthly allotments which con- 
tinued to be received throughout that year. 
On May 15, 1953, a Decree changing the 
official rate of exchange from Bs.169-61 
to Bs.537-08 per £ sterling was promul- 
gated, and to meet this devaluation the 
Corporation’s tariff was increased from 
June 15, 1953, by 213 per cent in respect 
of the Peruvian part of the International 
through traffic, and by 115 per cent on the 
Bolivian section. 

Although the unconverted currency 
balance when the year began was reduced 
by Bs.4,516,067, there were still approxi- 
mately Bs.82,000,000 outstanding at June 


devaluation in 


tariff increase 
Bolivia 


30, 1953, of which Bs.36,411,875 cor- 
responded to the unconverted currency 
balance arising from Bolivian international 
through traffic up to May 31, 1953, which 
successive Bolivian Governments promised 
to convert at the former rate of Bs.169-61 
to the £. 

Everything was being done and would 
be done to get the Bolivian Government 
to continue monthly allotments and liqui- 
date the outstanding currency balance. 

Relations with the Bolivian Goveriment 
and principal officials continued cordial. 
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In his speech, last year, continued the 
Chairman, it was stated that the Board of 
Inland Revenue had expressed dissatisfac- 
tion with the decision of the Special Com- 
missioners on the Corporation’s successful 
appeal regarding the method of computing 
its liability under the social laws of Peru, 
and had requested the Special commission- 
ers to state a case for the opinion of the 
High Court. The case was duly stated and 
lodged, but the Chairman was unable to 
say when the hearing would take place. 

At the request of the Corporation, the 
committee had extended the duration of 
the Scheme of Arrangement between the 
Corporation and its debenture holders for 
a further period of one year expiring Dec- 
ember 31, 1954. 

The report and accounts were adopted. 


Pullman Car Co. Ltd. 


Mr. Stanley J. Adams 
on the improved results 


The annual general 
Pullman Car Co. Ltd. was held on Decem- 
ber 15 in London, Mr. Stanley J. Adams, 
Chairman & Managing Director, presiding. 

The Chairman said that the results of 
the past year were influenced by two out- 
standing features, first, the Coronation, 
which brought about an increase in busi- 
ness. A new and enterprising feature was 
the catering for upwards of 5,000 people 
on the grand stand erected at Apsley 
House, on the Coronation route, which 
proved to be an unqualified success, and 
the initiative and ability shown by the 
organisers of this venture called for con 
gratulation. 

On the morning of the Coronation the 
company organised two special trains 
carrying overseas visitors accommodated 
on ocean liners at Southampton. These 
trains left the quayside at four o’clock in 
the morning, and returned late on the 
same evening. There were, in addition, 
many other special trains from the North 
and South of England. The board con- 


meeting of the 


ceived it its duty to turn out the rolling 
stock in the best possible condition to 
c6pe with the important assignments the 
company received for the visitors 
to the Coronation festivities, and 
an exceptional amount was spent under 
the heading of maintenance. The policy 
achieved its object; they were congratu- 


lated on the excellent appearance of the 


company’s rolling stock as well as the 
service and courtesy of the company’s 
staff. Some measure of relief under the 


heading of maintenance would be afforded 
during the current year. 

The second outstanding feature was of 
an adverse nature. He referred to the 
strike on the French railways which 
coincided with the peak re the holiday 
season and brought about an almost com- 
plete suspension of the holiday traffic and 
somewhat nullified the outstanding 
Coronation results which had been 
achieved. 

The board had hoped that the service 
rendered and success achieved by the 
Pullman Car Co. Ltd. since the war would 
have encouraged British Railways to 
extend Pullman services. Their rolling 
stock was available and the management 
and staff were eager and willing to extend 
the company’s services. 

He was happy to say that their relation- 
ship with the officials of the British Rail- 
ways continued on the very friendly basis 
as hitherto. 


A company could not stand still, and 
especially so in these days of ever- 
increasing expenses. Consequently the 


board had for some time past been seeking 
a Suitable investment for some of the 
company’s substantial liquid funds which 
now exceeded half a million pounds. 

It was hoped in the near future that he 
might be able to inform shareholders that 
they had acquired an undertaking that 
would prove a suitable investment. 

Turning to the profit and loss account. 
there was nothing outstanding except a 
steady increase under nearly all headings. 


_ After a year of fluctuating fortunes an 
increased profit has been achieved, and 
the board now recommended that the 


dividend, which had been stabilised on the 
basis of 124 per cent for four years, be 
increased to 15 per cent for the year. If 
this recommendation was agreed the carry 
forward would be increased from £120,848 
to £157,797. 

In some ways. despite the increased 
profit, the high prospects of mid-summer 
were not fully achieved. So much success- 
ful organisation, so much hard work and 
energy put into what should have proved 
an outstanding year of achievement was, 
to some extent, nullified by events beyond 
their control—the French railway strike. 
Nevertheless a record profit had been 
achieved, and the executives and staff of 
the company, under the leadership of the 
general manager, with the vigilant eye of 
the secretary and accountant to deal with 
the matter of expenses would, they hoped, 
achieve a good result for the current year. 

They would further observe that this 
meeting was to be followed by an extra- 
ordinary general meeting for the purpose 
of considering and, if thought fit, passing 
a resolution to subdivide the existing 10s. 
“A” Ordinary shares into two “A” 
Ordinary shares of 5s. each. 

It only remained for him to commend 
to shareholders the services of the execu- 
tives and staff, and inform them that the 
extra 24 per cent dividend to shareholders 
had been matched by an increase of five 
per cent to the wages of all the staff. 

The report was adopted; the retiring 
directors, Lord Fitzalan and Sir Basil 
Goulding were re-elected; and the meet- 
ing terminated with a vote of thanks to 
the board of directors and the staff, which 
the Chairman suitability acknowledged. 

At the subsequent — extraordinary 
general meeting, the sub-division was 
agreed. 
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Palletisation Demonstrations for Eastern Region Staff 


Instructional courses for goods agents, 
Stationmasters and service representatives 


In a series of demonstrations and in- 
structional courses, arranged by the Com- 


mercial Superintendent, Eastern Region, 
more than 300 goods agents, station- 


masters and railway service representatives 
were instructed in palletisation. 

Courses were held in London, Sheffield, 
Peterborough and Colchester. Mr. A. J. 
White, Assistant Chief Regional Manager, 
and headquarters representatives, were 
present at the London demonstration. 

Each course consisted of a_ practical 
demonstration, followed by a talk and dis- 
cussion, The demonstrations, which were 
accompanied by a running commentary 
explaining each operation, covered the 
following:— 

(a) Loading traffic on to pallets; 
emphasising the value of “bonding.” 
and showing the uses of types of pallets. 

(b) The method of hoisting “wing- 
type” pallets to upper floors of ware- 
houses. 

(c) Hand and power pallet trucks and 
fork-lift trucks. The uses and limita- 
tions of different types were shown 
during the operation of loading and un- 
loading rail and road vehicles. 

(d) Specially-designed loading ramps 
to overcome difference in height between 
the floor of rail vehicles and platforms. 
The ramps enable fork-lift trucks up to 
20 cwt. capacity to enter the specially- 
designed rail vehicles. 

(e) Loading and unloading palleted 
traffic into and out of standard railway 
vehicles and pallet vans: special features 
of the latter vehicles are doorways 
8 ft. 6 in. wide constructed at the end 
of each side of the wagon, and partition 
boards which slot across the vehicle 
between each pair of pallets to ensure 
that the traffic does not move off the 


pallets in transit. Isolation of pallet 
loads to ensure that individual 
packages did not suffer damage 


through being subjected to __ the 
weight pressure of the remainder of the 
load during shunting. (It was stated 


that during experiments with this type 
of wagon consignments of over 7,000 
bottles and jars of oils and preserves, 
packed in open top cartons and stacked 
on 40 in. 48 in. pallets, had been 
carried without a bottle or jar being 
cracked.) 


(f) Loading cartage vehicles with 
pallet loads removed from rail vehicles 
by a fork-lift truck operating at ground 
level. 

(g) Tiering pallet loads by 
truck in a railway warehouse. 
The subsequent discussion sessions were 

opened by showing a new British Trans- 
port Commission film with the title of 
“More Power to your Elbow,” on mech- 
anical handling, describing various types 
of pallets and associated equipment and 
their applications in freight traffic by rail. 


fork-lift 


International Union of Railways 


Thirty-seventh board meeting 


and 


The Board of Management of the Inter- 
national Union of Railways (U.L.C.) held its 
37th meeting at the union headquarters in 
Paris on November 30 and the following 
days. The meeting was notable for the 
large number of railway administrations 
represented by their Presidents or General 
Managers. The British Transport Com- 
mission was represented by Mr. F. A. 
Pope, Member of the Commission in suc- 
cession to Mr. John Elliot, now Chairman 
of the London Transport Executive, who 
played a leading part in recent years in 
U.LC. activities; Mr. Elliot has been 
appointed an Honorary Vice-President of 
the union. 

The meeting may be regarded as a 
further landmark in the objective of mak- 
ing the railways of Europe one cohesive 
concern. In token of that aim were dis- 
played the outline plans of the diesel- 
electric “Europa Express” units, as envis- 
aged and under study by the Office of 
Research & Tests at Utrecht, known as 
O.R.E., and jointly conducted by railway 
administrations which are members of the 
Union. Other questions suitably treated 
at an international level included the 
future of passenger train service, containers, 
the standardisation of costing bases, the 
designs of wagons, and the standardisa- 
tion of automatic signals at level crossings. 





A demonstration of palletisation methods and apparatus at Farringdon Street Goods 
Station, watched by Mr. A. J. White, Assistant Chief Regional Manager, and 
officers and staff of the Commercial Superintendent's Department, Eastern Region 


assembly — in 


Paris 


The successful working of the Europ 
wagon scheme has been one of the Union’s 
greatest achievements; in another sphere, 
good work has been recorded by the In 
formation Centre of European Railways 
(C.L.C.E.), the unified organisation set up 
under the auspices of the Italian State 
Railways to further European rail travel, 
by propaganda, advertising, films, and 
other methods. 

A feature of the meeting in Paris was 
the further delegation of responsibility 
accorded to the Chairmen of the commit- 
tees covering passenger traffic, freight 
traffic, statistics and accounts, and so on, 
whereby questions dealt with can be 
handled more quickly, in conformity with 
the current trend towards streamlining 
organisation and decentralising authority. 

In addition to Great Britain, no fewer 
than eleven General Managers and Presi- 
dents of European railways attended the 
discussions at the Board Meeting, 
representing Austria, Belgium, Denmark, 
France, Germany, Italy, the Netherlands, 
Spain, Sweden, Switzerland and Jugo- 
slavia. Czechoslovakia and Poland were 
represented by senior officials. At the 
succeeding General Assembly, Greece, 
Japan, Luxembourg, Morocco, Norway, 
the Saar, and Tunis also attended. 

After a visit to the art treasures of the 
Louvre, on the invitation of the French 
Government, a supper was Offered by the 
French National Railways at the Gare de 
Lyon. To the welcome extended by 
Monsieur Tissier, Chairman of the 
S.N.C.F., Mr. John Elliot replied on be- 
half of the guests. In addition to Mr. 
F. A. Pope, the British delegates were 
Mr. R. H. Hacker, Chief Officer (Conti- 
nental), B.T.C.; Mr. C. E. R. Sherrington, 
Director of Research Information Divi- 
sion, B.T.C.; and Mr. W. B. Addinall, 
Secretary, Continental Traffic Committee. 


INSTALLATION OF SWITCH DIAMONDS AT 
CLAPTON AND COPPER MILL JUNCTIONS.—A 
speed restriction of 25 m.p.h. is in operation 
over a distance of approximately 4 mile 
covering Clapton and Copper Mill Junc- 
tions between Clapton and North Totten- 
ham on the Eastern Region line from 
Liverpool Street to Cambridge. The cross- 
ing work at both junctions is due for 
renewal, but instead of carrying out the 
renewals on a like-for-like basis, it is pro- 
posed to re-align both junctions and install 
switch diamonds. This will enable the speed 
restriction to be relaxed from 25 to 35 
m.p.h. and thus reduce delays to trains over 
this section. 
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Parliamentary Notes 


Branch Line Closing 

Mr. John Baldock (Harborough—C.) on 
the motion for the adjournment of the 
House of Commons on December 10 raised 
the question of branch line closing, citing 
the inadequacy ‘of the workmen’s trains 
over the Market Harborough to Melton 
Mowbray line which had been provided 
after appeal to the East Midlands Area 
Transport Users’ Consultative Committee 
on announcement of the decision to with- 
draw all passenger services. 

There was a danger, he added, of even 
the workmen’s trains being withdrawn, and 
he appealed to the Parliamentary Secre- 
tary to consider the matter most earnestly. 
Nobody suggested that the railways be 
given additional burdens which could be 
avoided; but in a great nationalised service 
one side balanced the other, He suggested 
a diesel railcar operated by one man and 
without station staffs, so as to reduce 
operating costs. 


Low Cost of Transport by Rail 

Mr. Geoffrey Wilson (Truro—C.) hoped 
the B.T.C. would be cautious in closing 
branches. A report made, he believed, by 
the International Union of Railways, in 
February, 1951, stated that the cost price 
by rail of large quantities of traffic was 
approximately four or five times less than 
the cost price by road. If large sums had 
to be spent on improving roads to carry 
some means of transport alternative to the 
railway, little was saved by cutting a rail 
service. 

Mr. Hugh Molson (Joint Parliamentary 
Secretary to the Ministry of Transport & 
Civil Aviation) said responsibility in this 
matter rested with the Commission, and 
the only opportunity of intervention for 
the Minister was if an intended closure by 
the Commission was disapproved by the 
Central, or Scottish, or Welsh Transport 
Users’ Consultative Committee. 

He explained the circumstances of the 
proposed branch closure referred to by Mr. 
Baldock, and pointed out that the Minister 
of Transport had no right of intervention 
in this case, because the action of the Com- 
mission in reducing so drastically the ser- 
vices upon this branch line had been sup- 
ported by the Central Consultative Com- 
mittee. 


Alternative Bus Services 

Mr. Molson also demonstrated the diffi- 
culties of providing alternative bus services 
when no bus undertaking was willing to 
provide these except at a subsidy, payment 
of which could not be justified. 

They had great sympathy with those who 
were, he thought, necessarily deprived of 
a service to which they had been accus- 
tomed, but in the general interests of the 
transport system of the country it was 
essential that uneconomic services be not 
continued. 


Diesel Railcars 

The question of a diesel service, which 
would go in some way to provide the kind 
of service enjoyed before, but at much less 
expense, had been investigated, but it had 
been found that there was really no possi- 
bility of a continued rail service, even of 
a much more economical kind, being 
remunerative if it was provided on this 
line. 

The estimated saving when the original 
proposal for closing the line was made was 
just about £30,000 a year. As a result of 
maintaining a special workmen’s service 
there would be a continued charge of 
£3,500 a year so that the actual saving 
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would be £26,500 a year. They could not 
possibly criticise the Commission’s view 
that it was not justifiable to meet a loss 
of £30,000 a year for the benefit of the 
22 passengers who, on an average, had 
used the trains. 

They still hoped it might be possible to 
arrange a bus service, but the Minister felt 
he had no moral right, and certainly no 
legal right, to criticise the decision of the 
Commission which had been approved by 
the Consultative Committee. 


Highland Railway Charges 

Sir Brian Robertson, Chairman of the 
B.T.C., on December 10 received a depu- 
tation of Highland M.P.s on the subject 
of cheaper freights and fares. 

The deputation was organised by Mr. 
John Macleod (Ross & Cromarty—Nat. 
Lib.-Con.) and included Sir David Robert- 
son (Caithness & Sutherland—C.), Major 
Duncan McCallum (Argyll—C.), Lord 
Malcolm Douglas Hamilton (Inverness 

C.), and Mr. Joseph Grimond (Orkney 
& Shetland—Lib.). 

Sir Brian Robertson was accompanied 
by Sir lan Bolton, a part-time Member of 
the Commission with special knowledge of 
Scottish transport questions. 

Suggestions made by the delegation in- 
cluded a proposal that immediate action 
should be taken on the Cameron Com- 
mittee recommendation to extend the 
‘taper” on rail freight charges, which had 
been under consideration for three years. 
At present, it was pointed out, the charge 
per mile is constant for the first 20 miles 
from the point at which traffic is con- 
signed, and is then graded downwards in 
three stages, after which it again becomes 
constant. The recommendation, for the 
benefit of the remoter parts of Scotland, 
is that the charge should be further 
‘tapered ” at the 150th, 200th, and 300th 
miles. 

Another suggestion was that special rates 
should be offered for special traffic, such 
as seed potatoes from Easter Ross to the 
English Midlands. Seed potato merchants, 
it was said, had cancelled their orders be- 
cause of the high freight rates, but farmers 
could co-operate with the railway to fill 
a special train if the rates were suitably 
cut. 


Extension of “ Starlight Special ” 

The suggestion was also put forward 
that the “ Starlight Special” between Lon- 
don and Edinburgh and Glasgow, which 
proved so successful last summer, be 
extended to Inverness and Wick. 

Other proposals were that the return fare 
between Glasgow and Inverness be reduced 
to a point at which it could compete with 
the return bus fare. The bus service was 
stated to have run ten or twelve duplicates 
from Glasgow, carrying 350 to 400 people, 
last summer, which was an economic 
trainload. 

Special emphasis were laid by the depu- 
tation on the high freight rates, which 
were now beginning to drive existing indus- 
tries out of the Highland area as well as 
keeping new industries away from it. 


Electrification of Highland Line 

The question of electrifying the High- 
land line was referred to, but the insuper- 
able obstacle at present was the cost. 
Another suggestion made was that the ser- 
vice might be improved by means of diesel 
engines and railcars. 

Sir Brian Robertson told the deputation 
that he fully appreciated that they had 
special problems in Scotland, and that 
there was a case for examination on the 
question of “tapering.” He also appre- 
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ciated that under the new set-up brought 
into operation by the Transport Act the 
railways would have to come within com- 
petitive range on freights and fares if they 
hoped to attract traffic from road hauliers 
and bus companies. 


Staff & Labour Matters 
Railwaymen’s Wage Claim 

After a period of 
during which talks went on for several 
hours between Sir Walter Monckton, 
Minister of Labour, Sir Brian Robertson. 
Chairman, and other representatives of the 
B.T.C., and leaders of the three railway 
trade unions, agreement was finally reached 
on Wednesday night, December 16, which 
averted the threatened railway strike due 
to begin at midnight on December 20. The 
N.U.R. sent out telegrams to its various 
branches cancelling the stoppage. 

On Tuesday, December 15, the employ- 
ces’ side of the Railway Shopmen’s 
National Council passed a_ resolution 
recommending union executives to with- 
draw members whose wages and working 
conditions are regulated by the council in 
the event of a stoppage of work taking 
place on December 20 or any subsequent 


intensive activity 


date; circulars were sent out to district 
committees of the C.S.E.U.,_ railway 
workshops and union executives. A claim 


for a I5 per cent increase for railway 
workshop staff had been declined by the 
management side of the Railway Shop- 
men’s National Council, and the employ- 
ees’ side had indicated that it would 
consider what further action to take. 

On the morning of December 16 the 
Minister of Labour met representatives of 
the Commission and of the railway trade 
unions and talks with the parties both 
> ne 4 and together continued most 
of the day. A formula as a basis for 
reaching a settlement was put forward to 
the unions by Sir Brian Robertson; and 
the talks were adjourned so that the union 
leaders could discuss the offer in private. 
Meanwhile Sir Walter Monckton and Mr. 
Alan Lennox-Boyd, Minister of Transport, 

had talks with the Prime Minister. 

In the afternoon Sir Walter Monckton 
told the House of Commons that the talks 
were continuing in an effort to reach agree- 
ment and in the circumstances he ex- 
pressed the hope that the House would 
excuse him from making any further state- 
ment at that stage. 


Statement by Minister on Agreement 

At 8.30 p.m. on December 16 it was 
announced that agreement had _ been 
reached and the following statement was 
issued by the Ministry of Labour:— 

“The British Transport Commission 
have confirmed their acceptance of the 
award of the Railway Staff National Tri- 
bunal for an increase in the rates of pay 
of salaried and conciliation staff. They 
are ready to implement it in the light of 
the following conditions. This position 
is accepted by the trade unions. 

“ The British Transport Commission are 
prepared to examine with the trade unions 
their whole wage and salary structure. 
The British Transport Commission con- 
template that this examination would be 
completely exhaustive without conditions 
of any kind. Its purpose would be:— 

To correct anomalies and give added 
incentives (including differentials) in 
desirable cases; 

To investigate all standard rates of 
pay. ) e 
* At the same time the British Transport 

Commission and the unions agree to confer 
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in order to evolve ways of increasing the 
efficiency of the railway organisation, not 
only by such adjustments of wages and 
salaries as may result from the above 
examination, but by all other appropriate 
means. 

“ Recognising that the comprehensive 
review of the whole wage and salary struc- 
ture will necessarily take some considerable 
time and that the nature of the claim made 
by the unions before the Railway Staff 
National Tribunal precluded the Tribunal 
from addressing itself to the question of 
the levels of the standard rates of pay, 
and after consultation with H.M. Govern- 
ment, the British Transport Commission 
have given an assurance that, irrespective 
of other results emerging from the exam- 
ination, within two months from. the 
operative date of the award there will be 
a further improvement on a _ percentage 
basis of the standard rates in operation 
prior to the Operation of Railway Staff 


National Tribunal Award No. 15.” 

The settlkement was accepted by the 
N.U.R. and the other two unions, the 
AS.L.E.F. and T.S.S.A. The General 


Secretary of the A.S.L.E.F., Mr. J. G. Baty, 
revealed later that the Society’s executive 
had decided on strike action a week ago, 
although previously it had been stated that 
it would not join in the stoppage arranged 
for December 20. 

Sir Brian Robertson said: “It is better 
that the agreement should speak for 
itself. It is an agreement between four 
parties who have been striving to find a 
solution to the problem which concerns 
us all. Everyone will be glad that at this 
season of the year we are going to have 
peace and goodwill upon the British Rail- 
ways. As a result of this agreement I feel 
that I can count upon those who work on 
the railways to give of their very best in 
1954,” 


N.U.R. Insistence on 7s. Increase 


Mr. J. S. Campbell, General Secretary 
of the N.U.R., said he had made it per- 
fectly clear to Sir Brian Robertson, and, 


indeed, he had warned him that in the 
interim discussion the least the N.U.R. 
would accept would be a minimum 


of 7s. a week for the lowest paid man in 
the service. This would be the basis on 
which the N.U.R. would negotiate. He 
went on: “We are determined not to 
accept less than 7s. If that is not forth- 
coming, we shall have to do as we have 
done before; but I am confident Sir Brian 
will not cause chaos on the railways... We 
have only another six weeks to hammer out 
the interim arrangement.” 


EAST YORKSHIRE MOTOR SERVICES LIMITED. 
—Mr.J.S. Wills, Chairman of East York- 
shire Motor Services Limited, in proposing 
the adoption of the report and accounts 
for the year ended September 30, 1953, 
pointed out at the annual meeting on 
December 16 that the tax on diesel fuel 
oil used in buses—which, he said, had risen 
in three years from 9d. to 2s. 6d. a gallon 
-entered into every fare passengers paid; 
as many passengers had to go by bus, they 
were easy game for the Treasury. It 
seemed clear from the Thesiger Report, 
he added, that, in the areas where the 
B.T.C. had a virtual road/rail monopoly, 
the body which now in practice held the 
scales between road and rail no longer was 
the Licensing Authority but the Commis- 
sion. Now that the existence of this 
situation had been given official recogni- 
tion it would be surprising if public 
opinion did not clamour for the Minister 
to delay no longer in using his powers. 
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Contracts & Tenders 


De Dietrich & Cie., of Reichshoffen- 
Usines, has in hand an order from the 
Algerian Railways for 13 welded light- 
weight double-bogie carriages weighing 
about 32 tons and running on SKF roller 
bearing axleboxes. 


The International General Electric 
Company has received an order, valued at 
$6,500,000, for 38 diesel-electric locomo- 
tives for the Uruguayan State Railways. 
They comprise 27 110-ton 1,400 h.p. units, 
similar to twenty General Electric loco- 
motives which have been in service since 
1951, and seven 44-ton 200-h.p. and four 
25-ton 150-h.p. shunting units. 


British Railways, Scottish 
placed orders as under:— 
The North British Locomotive Co. Ltd. 
Glasgow: five 200-h.p. diesel-hydraulic shunt- 
ing locomotives 
D. Ross & Sons Ltd., 
of Forres Station 
Webster, Bannerman & Co. Ltd., Glasgow: 
reconstruction of Forres Station platform 
William Govan & Sons Ltd., Prestwick: 
repair of esplanade wall at Newton-on-Ayr 
Scottish Machine Tool Corporation Ltd., 
Johnstone: one 6 ft. 3 in. heavy duty wheel 
lathe for St. Rollox Works, Glasgow 
McKean & Co. (Glasgow) Ltd., 
repairs to pier at Stranraer Harbour 


Region have 


Forres: reconstruction 


Glasgow : 


British Railways, London Midland 
Region, have placed the following con- 


tracts :— 

Normanton Jones & Co. Ltd., Manchester, 
13: staff amenities, offices, workshops and 
stores at south end carriage sidings, Longsight 

Pressure Piling Co. (Northern) Ltd., Preston: 
bored piling for Walmsley & Smith’s warehouse 
at Devonshire Dock, Barrow 

G. N. Haden & Sons Limited, Birmingham: 
heating and domestic hot water services in the 
staff amenities at Walsall Motive Power Depot 

Edward Wood & Sons Ltd., Derby: renewal 
of engine shed roof, new pavings and altera- 
tions to pits at Walsall Motive Power Depot 

Scaffolding (Great Britain) Limited, Birming- 
ham, 5: temporary strengthening of the main 
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New Southern Region colour posters featuring the ** 


shed roof with tubular scaffolding at Curzon 
Street Goods Depot, Birmingham 

Samuel Butler & Co. Ltd., Stanningley: 
alterations to existing steelwork at the electric 
locomotive depot, Reddish 


With reference to the call for tenders 
issued by the Commonwealth Railways 
(Australia) and reported in our December 
11 issue, the quantity required is five or, 
alternatively, ten diesel-electric loco- 
motives. All other particulars remain the 
same. 


Tenders are to be submitted to the Direc- 
tor General of Supplies & Disposals, Shah- 
jahan Road (Section SRI), New Delhi, 
quoting reference SRI/16934-D/II and 
will be received up to 10 a.m. on January 
5, 1954. 

The Director General of Supplies & 
Disposals, Railway Stores Directorate, 
New Delhi, is inviting tenders for:— 

14,300 blocks brake IRS. type 

4,700 blocks brake BTC. type 


RICHBOROUGH TO BE MOTORCAR FERRY 
TERMINAL.—Work is reported to have 
begun on the reconditioning and conver- 
sion of the port of Richborough, at the 
mouth of the Stour, between Sandwich 
and Ramsgate, into a harbour for the 
reception of vessels of up to about 2,000 
tons and as a terminal for a motorcar 
ferry to the Continent. During the first 
world war Richborough was the terminus 
of a train ferry to France. 


SOUTHERN REGION POSTERS—Two new 
posters have been produced by the 
Southern Region of British Railways, com- 
pleting the series begun by the two posters 
(reproduced in our November 6 issue) 
showing “Golden Arrow” and “Night 
Ferry.” The two new posters, reproduced 
on this page, bear artists’ conceptions of 
the “Brighton Belle” and the “Bourne- 
mouth Belle.” All four posters are in full 
colour. 
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Notes and News 


C.P.R. Dividends.—At a meeting of the 
Board of Directors of the Canadian Pacific 
Railway Company held in Montreal on 
December 14, a final dividend of two per 
cent on the preference stock and 75 cents 
per share on the ordinary stock was de 
clared in respect of the year 1953. 


Butler Machine Tool Company Results.— 
The ordinary dividend for the year ended 
September 30 last of the Butler Machine 
Tool Co. Ltd. is 12} per cent (as for the 
previous year). Profits were £115,510 
(£84,091). Taxation requires £76,348 
(£60,523), leaving net profits at £39,162 
(£23,568). 


Silentbloc Vibrex Fasteners.—A series of 
fasteners known as Vibrex which depend 
on rubber for their locking action has 
been developed by Silentbloc Limited. 
The fastener is designed to absorb vibra- 
tion and noise, and when used with a 
cushion washer eliminates metallic contact 
between panel and base. The fastener 
can be employed for securing metal, glass, 
and plastic panels without the use of rivets. 
The metallic parts are nickel plated as a 
standard finish. 


Railway Exhibition at Peterborough.— 
The railway exhibition held at the Max- 
well Art Gallery, Priestgate, Peterborough, 
on November 28-December 19, was opened 
by Sir John Benstead, Deputy Chairman of 
the British Transport Commission. Whilst 
it was not intended to deal with all aspects 
of railway working, the photographic 
section contained pictures of old and new 
locomotives, signalling apparatus, the 
latest aids to the handling of freight, and 
a modern marshalling yard. Locomotive 
models included a working model of 
British Railways standard locomotives No. 
70000 Britannia. There was also a model 
of tracklaying. In the main galleries 
pictorial posters published by the Eastern 
Region of British Railways and by the 
former L.N.E.R. were shown with the 
artists’ original conception of the subjects. 
In two instances the method of colour 
printing was demonstrated. A _ series of 
posters by Terence Cuneo showed various 
aspects of railway working. Also on view 
were old railway documents and notices; 
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in this connection, considerable help was 
given by the Curator, Mr. M. Urwick 
Smith, from his own archives. Films were 
shown free at specified times. 


Awards to London Midland Drivers.— 
More than half the drivers of the cartage 
staff of British Railways, London Midland 
Region, have received medals and certifi- 
cates from the Royal Society for the Pre- 
vention of Accidents for safe driving on 
the roads during 1952. Carter Henry F. 
Baker of Haydon Square Depot, London, 
has won a bronze bar for 32 years’ acci- 
dent free driving. The prizes have been 
gained by staff at stations throughout the 
London Midland Region. The city with 
the highest total is Manchester with 860 
awards; London has 650, Liverpool 498 
and Birmingham 304. 


Silverton Tramway Co. Ltd.—The ae 
of the Silverton Tramway Co. Ltd., 
Melbourne, Australia, for the year po Doe 
June 30, 1953, shows a net profit after tax 
of £83,507 (£84,431), which with £9,493 
brought forward makes an amount avail- 
able of £93,000. The balance carried 
forward is £11,328. Loading capacity 
during the year has been incre< ised by the 
acquisition of more ore wagons. Tonnage 
was adversely affected by a stoppage of 
work for a month at a smelter works at 
Port Pirie. The company’s investment in 
rolling stock increased from £252,736 to 
£285,565. Two locomotives were lent to 
the South Australian Railways, to ensure 
the maintenance of traffic between Broken 
Hill and Port Pirie, at a time when the 
S.A.R. was encountering engine troubles 
on the Cockburn-Port Pirie section. 


Transport School in Paris.—During the 
past three months the Ecole Supérieure 
des Transports in Paris has again been 
offering a series of advanced lectures for 
transport supervisory and executive staff. 
The aim of this college is to instruct higher 
grade staff from all forms of transport 
(rail, road, air, sea and inland waterways) 
in the economics, affecting the general 
development of transport with particular 
reference to matters of topical interest. 
Thus the subjects studied have included the 
freight tariffs of the S.N.C.F., the financ- 
ing of works on inland waterways, the 
Europ Wagon pooling scheme, the use of 





Sir John Benstead speaking at the opening of the Peterborough Railway Exhibition; 
on his right is Mr. C. K. Bird, Chief Regional Manager, Eastern Region 


December 25, 1953 


Statistics in the control of freight trans- 
port by rail, the transport of passengers by 
road in Algeria, and the potentiality of air 
transport for the movement of freight in 
Germany. 


British Insulated Callender’s Cables 
Limited.—An interim ordinary dividend of 
2} per cent has been declared on account 
of the year ending ending December 31, 
1953 (against 2 per cent for the previous 
year). The directors, in announcing this 
higher interim distribution, make it clear 
that it does not imply a higher total distri- 
bution for 1953. 


Railway Benevolent Institution —At _ its 
meeting on December 16 the board of the 
Institution granted annuities to eight 
widows and eight members involving an 
additional liability of £300 7s. per annum. 
Sixty-two gratuities also were granted to 
meet cases of immediate necessity amount- 
ing to £572 10s, Grants made from the 
Casualty Fund during the month of 
November amounted to £633 9s. 6d. 


Hale & Hale (Tipton) Limited.—The gross 
revenue of Hale & Hale (Tipton) Limited 
for the year ended August 4 was £132,954, 
compared with £147,855 last year. After 
deduction of all charges the net profit was 
£49,202 (£57,408). The total ordinary 
distribution is maintained at 25 per cent. 
Reserves are allocated £25,500 and divi- 
dends require £16,706, leaving £39,770 
(£32,774) to carry forward. 


Thomas de la Rue & Co. Ltd.—The 
directors announce that although it appears 
probable that the current year will show 
results which are a “satisfactory improve- 
ment” upon those of last year, they con- 
sider it prudent to await the accounts for 
the whole year before coming to any 
decision respecting the payment of a divi- 
dend. They have, therefore, decided not 
to pay any interim dividend on the 
ordinary stock (as for the preceding year). 


Netherlands Railway Museum Re-opened. 
-The Netherlands Railway Museum was 
re-opened in Utrecht on November 28. It 
was inaugurated originally in 1927, and 
since then has had to move three times, 
when premises in Utrecht and Amsterdam 
were required for other purposes. On the 
third occasion no attempt was made to find 
new premises and the valuable collection 
was stored. Recently the Netherlands 
Railways offered the Maliebaan Station at 
Utrecht, no longer required for railway 
purposes. Conversion of the station build- 
ings was so far advanced that a part could 
be re-opened as a museum last Novem- 
ber. It is intended to complete the altera- 
tions to the remainder during 1954. The 
curator is Mjr. W. R. Blankert. 


Brazilian Import Regulations. — The 
Comptroller of Currency & Credit in 
Brazil, in response to an appeal by the 
Association of Vehicle & Machinery Im- 
porters, has revised the instruction which 
exempted Government agencies from pay- 
ment of premiums on their direct imports. 
Federal, State and municipal governments, 
federal autonomous agencies and inixed 
economy societies will henceforth be sub- 
ject to almost the same rules as private 
importers, paying for direct imports at the 
official rate of exchange, plus the average 
premium paid by traditional importers for 
each category of merchandise. With the 
exception ‘of the Minister of Agriculture no 
Brazilian Government authority may im- 
port materials other than for its own use. 
All must submit detailed half-yearly esti- 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18 inclusive or a@ woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 


N.E.R, SEFORY Teeny Five Years of the 


em Railway, 1898-1922. 
By R. Bell, C.B.E., Assistant General Manager, 
N.E.R. and L.N.E.R. Companies, 1922-1943. Full 
cloth. Cr. 8vo. 87 pages. 10s. 6d.—The Railway 
Gazette, 33 Tothill Street, London, S.W.1 
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OFFICIAL NOTICES 


GUAQUI LA PAZ RAILWAY. Assistant account- 
ant. Qualifications Man who has passed 
intermediate examination of recognised accountancy 
body preferred. Knowledge of railway accounts an 
advantage. Preferably single between 28/35 years 
of age. Apply SECRETARY OF THE PERUVIAN Cor- 
PORATION, 144, Leadenhall Street, London, E.C.3. 


BOUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 
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D RAUGHTSMEN, junior, with some experience 
in the preparation of engineering drawings for 
reproduction. Good lettering essential. London 
area. Five-day week. Write, stating age, experi- 
ence and salary required, to Box 2, The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 


J NTERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 





mates of their requirements; they may not 
exceed the exchange quotas allotted to 
them and must obtain Presidential author- 
ity to import, or to sign contracts involving 
exchange transactions. Increasing direct 
imports by official agencies have recently 
depleted exchange reserves at the expense 
of traditional importers, seriously inter- 
fering with normal business. 


Powell Duffryn Limited Dividend.—A 
dividend is announced by Powell Duffryn 
Limited of 23 per cent actual, less income 
tax at 9s. in the £, on the £3,600,000 4} 
per cent cumulative preference stock for 
the six months ending December 31, 1953. 
Payment to be made on January 1, 1954, to 
holders registered on the books of the 
company at close of business on December 


1, 1953. 


George Turton, Platts & Co. Ltd.—The 
trading profit of George Turton, Platts & 
Co. Ltd., for the year ended July 31 was 
£201,290 (£230,953). The addition of 
investment income and deduction of 
directors’ and auditors’ remuneration, and 
tax left a net profit of £81,195 (£86,310). 
The interim dividend of 10 per cent and 
final of 15 per cent make 25 per cent for 
the year (compared with 26 per cent for 
last year). The amount carried forward is 
£30,444. 


Increased Turnover for George Cohen, 
Sons & Co. Ltd.—The turnover for the 
year ended March 31, of George Cohen, 
Sons & Co. Ltd., was nearly £22,000,000 
almost 50 per cent greater than that of 
the previous year. Profit applicable to 
members of the holding company, before 
taxation, was £1,712,000 and net profit 
after taxation, was £451,000 After trans- 
ferring £150,000 to subsidiary companies’ 
general reserves and carrying forward in 
their ‘accounts £103,220, there remains 
£198,508, which, with the balance from the 
previous year leaves £271,592 to be dealt 
with. A final dividend of 84 per cent on 
the ordinary stock, costing £70,125 net and 
leaving a balance of £79,030 has been 
recommended. 


Remodelling Yards at Scunthorpe, Eastern 
Region.—Scunthorpe marshalling yards of 
the Eastern Region handle traffic to and 
from the iron and steel firms and ancil- 
lary industries in the Scunthorpe-Froding- 
ham area. Recent statistics show that 
about 4,000 inwards and 4,000 outwards 
wagons pass through the yards each week- 
day and about 2.000 in each direction on 
Sundays. As traffic continues to increase 
in step with the development of the iron 
and steel industry some congestion 1s 
being experienced in the yards, as the 
present reception facilities and holding and 
sorting accommodation are inadequate. 
There is no room for expansion, as the 
yards are hemmed in by the principal 
Frodingham iron and steel works, but con- 
siderable improvements can be made by 
altering and simplifying the existing lay- 


out. A scheme for the remodelling of the 
yards costing some £110,000, has been 
approved by the British Transport Com- 
mission. It includes additional sidings, 


alteration of connections, and improve- 
ment of electric lighting throughout the 
yards. 


New Premises for B.T.H. Middlesbrough 
Office.—The Middlesbrough office of the 
British Thomson-Houston Co. Ltd. has 
been installed in new premises at Pru- 
dential Chambers, 27, Albert Road, 
Middlesbrough. The telephone number 
remains unchanged, namely, 2476. 


Special Continental Display Case at Liver- 
pool Street——A _ special Continental dis- 
play case has been erected adjacent to the 
seat reservation office on No. 9 platform 
at Liverpool Street Station, Eastern Region. 
The background is a large map of Western 
Europe showing the Eastern Region Con- 
tinental services via Harwich and the Hook 
of Holland and via Harwich and Esbjerg, 
also the train connections in England and 
on the Continent. At each side of the 
map, attached to the brass bar fittings of 
the window, are posters advertising the 
“ Rhinegold ” and “Loreley” expresses 
and suspended from the top is a plastic 
scroll lettered “Germany and Switzerland 
via Harwich.” At the foot of the display 
case is a cut-out model of the “ Rhine- 
gold” in Rhineland scenery, with photo- 
graphs. Two small stands hold leaflets 
giving details of train services, and so on, 
and refer interested passengers to the Con- 
tinental Inquiry Office in the nearby main 
line booking hall. The display is bril- 
liantly illuminated by hidden lighting, and 
has been designed by Berta Studios Limited 
in consultation with the Public Relations 
Publicity Officer, Eastern Region. The case 
itself was designed by the Architect, 


Eastern Region, in collaboration with the 
Public Relations & Publicity Officer. Con- 
struction work was by A. Edmonds & 
Co. Ltd. 


Lightalloys Limited.—The trading profit of 
Lightalloys Limited for the year ended 
June 28 was £54,486 (£91,269). After 
deduction of directors’ remuneration, and 
depreciation, £31,476 remains, subject to 
tax. The dividend for the year is 174 per 
cent. Net current assets are £189,135, 
compared with £217,579. Mr. J. C. 
Colquhoun, Chairman, said that the lower 
profit was caused by the reduced turnover 
and the downward trend of selling prices, 
and reflected the general recession suffered 
by the light metal foundry industry during 
the year. 


National Savings in Nationalised In- 
dustries.—The National Savings Commit- 
tee has announced that at the end of 
September last more than 537,200 employ- 
ees in nationalised industries and local 
government were saving regularly through 
more than 8,200 savings groups, and their 
total savings subscriptions for the six 
months ended September 30 amounted to 
more than £6,286,000. Group member- 
ship and six month’s savings for various 
nationalised industries include: National 
Coal Board 215,264 (£3,184,673); British 
Railways, including hotels and catering, 
59.838 (£333,378); London Transport 
22,772 (£132,455), and British Road 
Services 7,392 (£79,703). 

Leyland Comet Passenger Chassis.—A 
passenger chassis in the new series of 
forward - controlled full- fronted Comet 
vehicles has been placed on the home and 
export markets by Leyland Motors 
Limited, suitable for a bus or coach body 
up to 27 ft. 6 in. It has a 16-ft. 11-in. 
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wheelbase, the overall chassis length being 
26 ft. 10 in. and the width 7 ft. 5 in. The 
export version, dry but with batteries in- 
cluded, weighs approximately 7,784 lb. and 
has a gross rating of 22,800 lb. Other 
major components include a 90-h.p. six- 
cylinder diesel; 13-in. dia. single dry-plate 
clutch; two-leading-shoe brakes, operating 
hydraulically with vacuum servo assis- 
tance; unusually long springs with hydrau- 
lic shock-absorbers at the front; Eaton 
16500 type two-speed rear-axle with three 
alternative sets of ratios; and 24-V. light- 
ing and starting. As an alternative to the 
two-speed rear axle, a single-speed axle of 
Leyland design can be supplied. This has 
a spiral bevel drive with the pinion carried 
in British Timken taper roller bearings. 
The standard axle ratio is 5-143 with alter- 
native ratios of 4°625 and 6-167 to 1. 

Heenan & Froude Limited.—Mr. Charles 
L. Hill, Chairman, Heenan & Froude 
Limited, in his annual statement, points 
out that delivery dates have improved 
during the past year and no orders are 
being lost on this account, but warns that 
it will be difficult to maintain the volume 
of sales, even at the existing price level. 
If costs continue to rise the group’s exports 
will be priced out of world markets. In 
the consolidated balance-sheet the net 
amount of stock and work in progress is 
slightly lower at £1,337,843, against 
£1,451,074, and bank overdraft is down 
from £268,159 to £90,086. A fall in group 
profits from £394,000 to £367,000 resulted 
from reduced profit margins, which more 
than offset the benefits of increased output. 


Forthcoming Meetings 


January 4, 1954 (Mon.).—Institute of Trans- 
port, Berks, Bucks & Oxon Section, at 
32, Thorn Street, Reading, at 7 p.m. 
Talk and film on “The Port of 
Bristol,” by Mr. F. W. Arney. 

January 5 (Tue.).—Institute of Transport, 
at 80, Portland Place, W.1, at 6 p.m. 
Visual aid meeting. 

January 6 (Wed.).—Locomotive Society of 
Scotland, at 302, Buchanan Street, 
Glasgow, C.2, at 7.15 for 7.30 p.m. 
Paper on “ Valves, valve gears, and 
steam distribution,” by Mr. Montague 
Smith. 

January 6 (Wed.).—Institute of Metals, at 
the University, Edgbaston, Birming- 
ham, from 10.30 a.m. to 4.30 p.m. 
Informal discussion on “ Lubricants 
for metal working operations in the 
non-ferrous metals industry.” Mr. 
W. J. Thomas will be in the chair. 

January 7 (Thu.).—British Railways, 
Western Region, Lecture & Debating 
Society, in the Headquarters Staff 
Dining Club, Bishop’s Bridge Road, 
Paddington, W.2, at 5.45 p.m. Paper 
on “The importance of South Wales 
area to the Western Region,” by Mr. 
H. H. Swift, South Wales Area Officer. 

January 7 (Thu.).—British Railways, 
Southern Region, Lecture & Debating 
Society, at Chapter House, St. Thomas 
Street, London Bridge, S.E.1, at 5.45 
for 6 p.m. A display of Swiss travel 
films, by Mr. H. O. Ernst, Swiss Rail- 
ways. 

January 8 (Fri.).—The Railway Club, at 
57, Fetter Lane, London, E.C.4, at 
7 p.m. Paper on “ Present-day pro- 
gress on British Railways,’ by Mr. 
D. S. M. Barrie, Vice-President. 

January 11 (Mon.).—Institute of Trans- 
port, at the Jarvis Hall. (R.I.B.A.), 
66, Portland Place, W. 1, at 5.45 p.m. 
Paper on “ Transport in the municipal 
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field: problems of the day,” 
W. M. Little. 

January 11 (Mon.).—Historical Model 
Railway Society, at the headquarters 
of the Stephenson Locomotive 
Society, 32, Russell Road, London, 
W.14, at 7 pm. Talk on “The 
Decapod,” by Mr. W. O. Skeat. 

January 12 (Tue.).—Institution of Railway 
Signal Engineers, at the Institution of 
Electrical Engineers, Savoy Place, 
Victoria Embankment, London, W.C.2, 
at 6 p.m. Paper on “ Level crossing 
protection,” by Mr. J. Loosemore. 

January 12 (Tue.).—South Wales & Mon- 
mouthshire Railways & Docks Lecture 
& Debating Society, in the Angel 
Hotel, Westgate Street, Cardiff, at 
6.30 p.m. Paper on “The work of 
the road motor engineer’s depart- 
ment,” illustrated by lantern slides, by 
Mr. G. S. Halliday, Road Motor 
Engineer, British Railways, Western 
Region, Slough. 
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January 12 (Tue.).—Institute of Fuel, at 
the Waldorf Hotel, Aldwych, W.C.2, 
at 5.30 p.m. Paper on “Some new 
carbonisation processes under devel- 
opment and their relation to estab- 
lished practice,’ by Messrs. D. T. 
Barritt and T. Konnaway, of Simon- 
Carvos, Limited. 
ary 13 (Wed.).—Railway Students’ 
Association, at the London School of 
Economics and _ Political rae 
Houghton Street, Aldwych, Wetnes 
6.15 p.m. Paper on “ The trader’s a 
look on railways,’ by Mr. M. F. 
Barnard, Chairman, Traders’ Co- 
ordinating Committee. 

January 14 (Thu.).—British Railways, 
Western Region, London, Lecture & 
Debating Society, in the Headquarters 
Staff Dining Club, Bishop’s Bridge 
Road, Paddington, W.2, at 5.45 p.m. 
Railway quiz—questions on railway 
operating and administration. Ques- 
tionmaster Mr. H. G. Bowles. 








Railway Stock Market 


Although holiday influences reduced 
business considerably in stock markets, it 
was larger than usual at this time of year. 
Industrial shares were helped by dividend 
increases from important companies and 
by market estimates that further increases 
and also more share bonuses will come 
along early in the new year. The higher 
dividends do not mean any departure from 
sound finance, because they require only 
a very moderate part of profits. Most com- 
panies take the view that, bearing in mind 
the very conservative payments share- 
holders have received in recent years when 
rigid limitation of dividends was requested 
by the authorities, the time has arrived 
when it is only fair to let shareholders 
have a little more. Some companies have 
felt forced to raise their dividends well 
above previous rates because they fear 
take-over bids and because the only way 
to counter moves of this sort is to put up 
dividends and raise share prices to make 
the shares unattractive for a takeover 
bidder. 

With attention mainly centred on indus- 
trials and business generally restricted, 
foreign rails attracted few buyers and 
receded in the absence of demand. 

Manila Railway stocks provided the 
main feature, latest news having dis- 
appointed hopes of any early move for a 
settlement in respect of Manila Railroad 
bonds which are of course virtually the 
only asset of the railway company. Conse- 
quently, recent buying turned to. selling, 
with the result that the “A” debentures 
dropped six points to 774 and the “B” 
debentures four points to 674, while the 
preference shares receded to 8s. and the Is. 
ordinary shares fell to 3s. 44d. The City 
view is that it seems the time has arrived 
when strong representations should be 
made to the authorities in Manila. 

Dorada Railway ordinary stock slipped 
back to 61 after their recent rise. Guaya- 
quil & Quito 5 per cent bonds have 
changed hands fairly actively up to 404, 
while Chilian Northern first mortgage 
debentures were dealt in around 294. 

Antofagasta ordinary stock was 84 and 
the preference 424. Mexican Central “A” 
debentures were 83, Nitrate Rails shares 
21s. 3d. and San Paulo units 5s. 44d. 

United of Havana second income stock 
strengthened to 404 after an earlier small 
decline, and the consolidated stock was 64. 

There were a fair number of dealings 


around 603 
tures. 

Canadian Pacifics firmed up to $42}, the 
preference stock was £704 and 4 per cent 
debentures £86. White Pass no par shares 
have been active and firmer at $27 with 
the convertible debentures £96. 

Road transport shares were firm on 
hopes of higher dividend prospects. 
Although profits are unlikely to show 
much change, the market is assuming that 
the companies may follow the general ten- 
dency now in evidence to pay out a little 
more in dividends to shareholders. West 
Riding was 26s. 9d., Southdown 30s. and 
Lancashire Transport 51s. B.E.T. 5s. units 
continued active on higher dividend esti- 
mates, and after easing to 37s. 6d. 
strengthened to 37s, 9d. 

Although engineering and kindred shares 
have turned firmer at the time of going 
to press, sentiment was still governed 
mainly by the higher wages claims. More- 
over, looking ahead it is feared that higher 
coal prices may be in prospect and also 
higher railway freight charges, which 
would of course mean a steep rise in costs 
for industry generally. Vickers were 
better at 49s., because of the relaxation 
of the terms on which bank credits of over 
£50,000 can be made to finance the pur- 
chase of ships in U.K. yards. Guest Keen 
rallied to 49s. 6d. on higher dividend talk, 
T. W. Ward have been steady at 80s. 6d. 
and in other directions, British Timken 
strengthened to 36s. 6d. while elsewhere, 
Babcock & Wilcox at 47s. 3d. continued 
their rally. 

The City is still wondering if the next 
issue of steel shares, which is now being 
assumed is likely to be in Stewarts and 
Lloyds, will be left until after the end of 
January, when United Steel shares become 
fully paid. It is agreed that United Steel 
are unlikely to go to a premium until they 
are fully paid and that if there were 
another steel issue while United Steel were 
at a discount, the new shares would 
probably have to be issued on a basis 
giving a yield of as much as 8 per cent. 

Shares of locomotive builders and engi- 
neers have been firmer with Beyer Peacock 
38s. 6d., Charles Roberts 5s. shares 
16s. 104d., Hurst Nelson 43s., North 
British Locomotive 12s. 3d. and Birming- 
ham Carriage 30s. 44d. Vulcan Foundry 
were 22s. 3d., Gloucester Wagon . 10s. 
shares 15s. 9d., and Wagon Repairs 5s. 
shares 14s, 6d. 


in Emu Bay 42 per cent deben- 








